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I. — Designs. 


As has been the case for several years 
past, there have been suggestions that the 
day is approaching when the orthodox 
design of locomotive would give place to 
a radically different type, but, so far, 
standard features have not been displaced 
in regular practice and the process of de- 
velopment continues to relate mainly to 
usual features and methods. This state- 
ment must, however, be interpreted gen- 
erally, in that two of the new designs for 
the year use a steam pressure (250 Ib. per 
square inch) never before employed in 
British locomotive practice; a third is the 
first three-cylinder simple 4-4-0 engine of 
modern design; a fourth represents the 
application of a high-pressure boiler to 
an existing class; while the fifth intro- 
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duces the Garratt articulated design on 
a second of the great main line railways 
of the British Isles, and for « road » as 
distinct from « banking » service. In 
other respect, however, the year has not 
included radical departures from previ- 
ous practice, though, on the initiative of 
private firms a Ljungstrém turbine loco- 
motive, built by Beyer, Peacock & Co.; 
Ltd., has been used to some extent for 
train-working on sections of the London 
Midland & Scottish Railway, and a Kitson- 
Still (combined steam and internal com- 
bustion) locomotive has been constructed 
and will probably be given service trials 
before long. 

Figure 4 illustrates the first of the new 
« King » class of four-cylinder 4-6-0 
locomotives built at Swindon to the de- 
signs of Mr. C. B. Collett, Chief Mechan- 
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ical Engineer, Great Western Railway. 
In general, it is a development of the 
well-known « Castle » class introduced 
two years ago, itself a development of the 
famous « Star » series which has done so 
much of the hardest express train work- 
ing of the Great Western Railway for 
about twenty years. Both of these de- 
signs were characterised by the use of 
steam at 225 lb. pressure, so that the 
Great Western Railway has had consider- 
able experience with high-pressure boil- 
ers. In the new engine, however, the 
boiler has been re-designed and _ the 
pressure raised to 250 Ib. per square 
inch, and, at the same time, the adhesion 
weight has been raised beyond the limit 
hitherto generally recognised of 20 tons 
per coupled axle, so that there are now 
67 1/2 tons on the six coupled wheels. It 
has, therefore, been necessary to under- 
take a certain amount of bridge streng- 
thening on the routes used by these en- 
gines, and although it is intended to run 
them also on the London-Bristol, London- 
Birmingham, and London-South Wales 
routes, the six engines:so far in service 
are at present still restricted to the Lon- 
don-Plymouth route, via Westbury, for 
this reason. It is, however, the work of 
this route for which they are mainly de- 
signed, in that their principal duties at 


present are the working of the London- 


Plymouth trains on their non-stop run of 


~ 226 miles, now accelerated to 240 minutes, 
and the heavy London-Exeter non-stops 


(accelerated to 175 minutes for 174 miles). 
The difficulty with the Plymouth run has 
been that on summer schedules, when the 
train has one « slip » section only, instead 
of three as during the rest of the year, 
the load to be worked over the terrific 


gradients between Newton Abbot and Ply-_ 


- mouth has proved too much even for the 


« Castle » class locomotives, whereas the 


new engines can take nearly 400 tons over 
this stage and over 500 tons for the rest 
of the journey. 

The increased power of the new loco- 
motives has brought the tractive effort up 
to 40 300 Ib. at 85 % hoiler pressure, so 
that they rank as the most powerful loco- 
motives in the British Isles. Outstand- 
ing points of interest in connection with 
the « King » class locomotives are : |. the 
design of the bogie, which has outside 
bearings and springs for the leading 
wheels, and inside bearings and springs 
for the trailing wheels; 2. the higher 
boiler pressure, namely 250 lb. per square 
inch; 5. the weight distribution on the 
coupled wheels, namely, 22 1/2 tons per 
axle, a total of 67 1/2 tons; 4. the firebox 
and grate area; and 5. the tractive foree 
developed by the locomotive. The adhe- 
sion weight is distributed by an equalis- 
ing arrangement on the six coupled 
wheels. The weight carried by the bogie 
is 21 1/2 tons, the total of the engine in 
working order, without tender, being 
89 tons. 

The bogie, which is spring controlled, 
is, as intimated above, of unique design, 
having outside bearings for the leading. 
axle and inside bearings for the trailing 
axle, this being necessary in order to 
obtain clearance between the bogie and 
the cylinders. The latter, four in num- 
ber, are not set in a line across the en- 
gine, the two inside cylinders being plac- 
ed well forward in the frames and driv- 
ing on the leading coupled axle, while the 
two outside cylinders drive on to the 
middle coupled wheels. The design of 
the bogie and the weight distribution 
upon it are calculated to facilitate the mo- 
vement of the engine at the front end. 

Steam is distributed to the inside cyl- 
inders by piston valves with direct opera- 
tion from the Walschaerts gear placed 
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between the frames, the valves of the out- 
side cylinders being actuated from the 
inside gear by means of rocking levers. 
The inside connecting rods have forked 
big ends fitted with gib and cotter, and 
the outside rods have solid bushed ends. 

The boiler, which, as already mention- 
ed, carries a working pressure of 250 Ib. 
per square inch, is known as the Great 
Western Railway Standard No. 12. It 
has a conical barrel, a feature which for 
several years past has been standardised 
at Swindon, a Belpaire firebox, and no 
steam dome. The steam is taken from 
an open pipe at the highest point over 
the firebox, and a safety valve is mount- 
ed on the barrel. The inside firebox is 
of copper stayed entirely by direct steel 
and copper stays to the outside casing, and 
the standard Swindon type 16-unit super- 
heater is fitted. The boiler is equipped 
with a top feed arrangement, the water 
being fed through pipes in the safety 
valve casing. The engines are fitted with 
the vacuum brake equalised on all the 
coupled wheels. 

The cab is of spacious proportions, 
well protected by means of an extended 
roof and side windows. An excellent out- 
look is provided for the enginemen, and, 
indeed, the foot-plate is one of the best 
arranged and most convenient so far in 
service. The equipment includes an 


audible signal mechanism for use over’ 


sections of the line equipped for auto- 
matic train control. 

The tender is of the new standard 
Great Western Railway six-wheeled pat- 
tern, equipped with water pick-up appa- 
ratus. It weighs, when full, 46 tons 
14 ewt., has a coal capacity of 6 tons, and 
water capacity 4000 gallons. The weight 
of the engine and tender in working order 
is 135 tons 14 ewt. 

The engine illustrated was sent in the 
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autumn to the United States in connec- 
tion with the Baltimore & Ohio Centenary 
celebration, and there it attracted a great 
deal of notice. It was also given several 
trial runs on the Baltimore & Ohio line, 
where it put up some good performances, 
though the route was not one suited to the 
attainment of notably high speeds, while 
the English driver and fireman, who went 
over with the engine, were working under 
strange conditions and with a quality of 
coal not suited to the engine. 

Figure 2 illustrates the first engine of 
the now famous « Royal Scot » class, de- 
signed by Sir Henry Fowler, K. B. E., 
Chief Mechanical Engineer, London Mid- 
land & Scottish Railway. This design 
also adopts a steam pressure of 250 Ib. 
per square inch, and includes an increase 
in the adhesion weight above the usual 
limit, 62 1/2 tons in this case. Fifty of 
these engines have been built by the North 
British Locomotive Co., Ltd., 25 for ser- 
vice in England and the others in Scot- 
land. They are designed to enable very 
heavy trains to be taken unassisted and 
to avoid the need for banking engines on 
certain very difficult sections, and in this 
connection they have proved very satisfac- 


‘tory indeed. Incidentally, they are now 


used for the longest non-stop run regularly 
scheduled on British railways — between 
London (Euston) and Carlisle, each way, 
299 1/4 miles for which 345 minutes are 
allowed. This time has often been im- 
proved upon, though it is by no means 
an easy one in view of the number of 
places where speed has to be reduced, while 
so far no advantage has been taken of 
engine capabilities to reduce running 
time. This run is done usually with 
about 440 tons behind the tender. The 
new engines have been designed to de- 
velop a tractive effort of 33450 lb. at 
85 % of the boiler pressure, the latter 
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being 250 lb. per square inch. The boiler 
and firebox are of large proportions, and 
ample grate area is provided. This com- 
bination of high boiler pressure with 
considerable firebox volume in conjune- 
tion with a large total heating surface, 
and grate area of 31.25 square feet, is a 
distinguishing feature of the design, 
which has been specially planned to pro- 
vide sufficient power to haul efficiently 
the heavily-loaded express passenger 
trains on the main lines between Euston 
and Glasgow (Central). 

The standard type M. L. S. superheater 
is fitted, other equipment including Da- 
vies and Metcalfe’s exhaust steam injec- 
tor; vacuum pump, in conjunction with 
standard large and small Dreadnought 
_ ejector; Ross patent pop safety valves; 
and a steam tube-cleaner. In addition, 
standard locomotive fittings have been 
provided wherever possible to facilitate 
interchangeability. A mechanical lubri- 
cator supplies oil to the cylinders, piston 
valves and spindles, and piston rods, 
while a second mechanical lubricator 
feeds oil to the coupled axle-boxes. 

‘The length of the firebox is 10 ft. 3 in. 
As this increases the difficulty of drop- 
ping fires, a drop grate has been incor- 
porated, this being operated from the cab 
by means of a hand lever. Every atten- 
tion has been given to the provision of a 

comfortable, roomy, well-ventilated cab, 
~ and easy control of all fittings. 

The inside cylinder drives on the crank 
axle of the leading pair of coupled wheels, 
and the outside cylinders the middle pair, 
separate Walschaerts valve gearing being 
fitted to each cylinder. Total weight of 
the engine in working order is 84 tons 
18 cwt., of which 62 tons 10 ewt. are avail- 
able for adhesion. A steam brake acts 
on the coupled wheels and also those of 
the bogie. The tender is fitted with 
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steam and hand brakes on all the wheels. 
As the boiler is pitched rather high, the 
whistle has had to be set in a horizontal 
position to clear the gauge, while for the 
same reason a special pop safety valve has 
been designed. 

Figure 3 illustrates the reboilered 4-6-2 
engine of the London & North Eastern 
Railway mentioned in introduction. This 
engine, No. 4480, was sent into traffic 
from the Doncaster shops in the early 
part of July, having been fitted with a 
new boiler carrying a working pressure 
of 220 lb. per square inch. The same 
measures will be applied to other engines 
of the same class when being reboilered. 

It is necessary to have spare boilers for 
engines when they come into the works 
for general repairs, and the opportunity 
has been taken to construct some of these 
spare boilers to carry a higher pressure. 
The object of this departure from the 
standard pressure of 180 Ib. is to obtain 
comparative costs.of maintenance and 
also to get some comparative data as to 
the life of fireboxes, stays and tubes be- 
tween boilers carrying 180 and 220-Ih. 
pressure, while at the same time ascer- 
taining what economy in coal consump- 
tion, if any, results from the use of higher 
pressure. 

An alteration has been made in the su- 
perheater to amplify the heating surface 
of the superheater elements, the number 
of which has been increased from 32 to 
43. In the original arrangement. there 
were four rows, each consisting of eight 
flue tubes. In the new arrangement 
there are five rows, the top row consisting 
of seven flue tubes and the others each 
having nine. No other alteration to the 
engine has been made except a slight mo- 
dification of the Walschaerts valve gear, 
which had previously been effected on 
some of the other engines. 
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It has, of course, been necessary to 
strengthen the boiler and provide heavier 
barrel plates, and this, together with the 
alterations to the superheater, has result- 
ed in increasing the total weight by 3 tons 
16 cwt. In view of the small hammer 
blow produced on the rails by three-cyl- 
inder engines when running at high. 
speeds, it has been possible to utilise an 
increased weight on each of the coupled 
wheels without harm to the permanent 
way and bridges. The increase of boiler 
pressure has raised the tractive effort (at 
85 % boiler pressure) from 29835 to 
36 465 Ib. 

The fourth design of the year (fig. 4) 
is also on the London & North Eastern 
Railway. It is a three-cylinder non-com- 
pound 4-4-0 for intermediate duties, and 
includes several features of interest. This 
engine belongs to a new series intended 
for express passenger traffic other than 
the heaviest of the main-line trains. 

The cylinders are placed in line above 
the bogie centre, and steam distribution 
is effected by piston valves actuated by 


~Walschaerts gearing, the motion for the ; 


inside valve being taken from the outside 
mechanism, in accordance with Mr. Gres- 
ley’s well-known plan, which has been 


‘successfully applied to numerous other 


three-cylinder locomotives of his design. 
The arrangement is different from that 
on the Pacific and 2-6-0 engines which 
he has built, as the levers for operating 
the valves for the centre cylinder are 


located behind the cylinder instead of in 


front, thus eliminating the factor of ex- 
pansion on the valve spindles which has_ 
to be taken into consideration when the 


mechanism for operating the middle valve 
is located in front of the cylinders. The 

return cranks of the outside gears are 
fitted with ball-bearing ends, and the de- 
tails of the valve motion and other me- 


chanism are similar to those of other Lon- 
don & ‘North Eastern Railway express 
locomotives designed by Mr. Gresley. The 
diameter of the piston valve is 8 inches 
and maximum travel 6 inches at 65 %. 
cut-off, the steam lap for the outside cyl- 
inders being 1 5/8 inch and for the inside 
cylinder 1 11/16 inch, with exhaust lap 
nil. The cylinder horse-power is given 
as 1 403. 

The dimensions of the boiler are of an 
ample character. The centre line is plac- 
ed at 9 feet above rail level, and the 
M.L.S. superheater fitted comprises 24 
elements giving a heating surface of 246.1 
square feet, the total heating surface, in- 
cluding superheater, being 1 643.88 square 
feet, with grate area 26 square feet and 
boiler pressure 180 Ib. per square inch. 
The boiler horse-power is 1 056. 

The engine in working order - weighs 
66 tons without tender, of which 42 tons 
are available for adhesion, the driving 
pair of wheels supporting 21 tons 5 ewt. 
The engine develops a tractive effort, at 


“85 % boiler pressure, of 21556 lb., and 


the ratio of adhesion to tractive effort 
is 4.36. 

The equipment of the locomotive in- 
cludes Ross patent « pop » safety valves, 
Wakefield mechanical lubricator, M.L. S. 
superheating apparatus, Westinghouse 
brake and vacuum ejector, and Davies & 
Metcalfe exhaust steam injector. 

The tender is of the standard London 
& North Eastern Railway six-wheel pat- 
tern, but fitted with disc instead of spok- 
ed wheels. The water capacity is 4200 
gallons, and coal ¢apacity 7 1/2 tons. The 
wheels measure 3 ft. 9 in. diameter on 
tread distributed over a wheel-base of 
13 ft. 6 in. The tender is fitted with 
water pick-up apparatus, and weighs load- 
ed 52 tons 13 ewt., giving a total for en- 
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gine and tender in working order of 
118 tons 13 cwt. Some of the engines are 
being fitted with Lentz valves. 

In previous articles (1) it has been men- 
tioned that three Garratt engines were 
being constructed by Beyer, Peacock & 
Co. Ltd. for the London Midland & Scot- 
tish Railway, the only earlier example of 
the use of this design, so far as the main 
line railways are concerned, being on the 
London North Eastern Railway, which 
has had an engine of the 2-8-0 + 0-8-2 
type in service for two or three years. 
The latter engine is employed on banking 
duties, whereas the London Midland & 
Scottish Railway locomotives (fig. 5) are 
used for working heavy mineral trains 
on a section of the main line, between 
Toton (Derbyshire) and London (Brent 
Sidings), and are the first of their type 
to be utilised for ordinary traffic work- 
ing in Great Britain. Their use is, how- 
ever, not limited to this route, as full ad- 
vantage has been taken of the wheelbase 
and axle loading to permit of the engines 


being worked where required on the Lon- — 


don Midland & Scottish System, and in 
this connection the restricted height from 
rail level, 7. e., 12 ft. 9 in., is to be noted. 

The engines have been built by Beyer, 
Peacock & Co. Ltd., of Manchester, to the 
requirements of Sir Henry Fowler, Chief 
Mechanical Engineer of the London Mil- 
land & Scottish Railway. They have the 


9-6-0 + 0-6-2 wheel arrangement, each 


group of wheels and cylinder having si- 
milar proportions, wheel spacing, etc., as 
the new 2-6-0 type mixed trafic locomo- 
tives on the London Midland & Scottish 
Railway. The tractive effort, calculated 
at 85 % of the boiler pressure (190 lb. 


(1) See Bulletin of the Railway Congress, Fe- 
bruary 1926 number, p. 74, and March 1927 number 
p: AID: 
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per square inch), amounts to 45 620 lb. 
The engine in working order weighs 
148 tons 15 ewt., and the maximum load 
on any one axle is 20 tons 5 ewt. 

Water pick-up scoops have been fitted 
to each tank, these being operated by one 
screw gear from the cab. The scoops 
are so arranged that water can be taken 
up when running in either direction. 
A large grate area is provided for the 
boiler, namely 44 1/2 square feet, and to 
facilitate cleaning the fire drop grates 
have been provided, these being operated 
from the cab by means of a hand lever 
The engine, in spite of its overall wheel- 
base of 79 feet, operates satisfactorily in 
either direction, and no special turn- 
tables are necessary. 

Mention may also be made of a 4-6-0) 
express goods locomotive designed by 
Mr. R. E. L. Maunsell, Chief Mechanical 
Engineer, Southern Railway, and placed 
in service during the year. These engines 
constitute a development of a standard 


class intended for express goods and 


mixed-traffie service, but have been de- 
veloped to correspond in general fea- 
tures with the « King Arthur » class of 
4-6-0 express passenger engines in respect 
of the boiler and a number of construc- 
tional details and fittings. 


Il. — Work. 


In regard to train schedules, the prin- 
cipal items of interest relate to the ex- 
tensions of non-stop runs on the London 
Midland & Scottish and London & North 
Eastern Railways. Hitherto, for over 
twenty years, the Great Western Railway 
has had the distinction of making the 
longest non-stop run in the world. At 
first, this was of 247 miles each way be- 
tween London and Plymouth, but when 
the short route via Westbury was com- 


LEADING DIMENSIONS OF LOCOMOTIVES ILLUSTRATED AND DESCRIBED. 
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6 ft. 9in, 
6 ft. Sin, 
6 ft. 8in. 
5 ft. 3.in. 
5 ft. Tin. 


18 X 26 (3) 
20 X 26 (3) 
17 X 26 (3) 


Cylinders. 
Diameter 
and stroke 
(inches) 
16 1/4 x 28 (4) 
18 1/2 < 26 (4) 


20 1/2 X 28 
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pleted this became 225.7 miles, and has 
remained at this figure ever since. With 
the introduction of the « King » class lo- 
comotives (fig. 1), the odd 7 minutes were 
cut off the time, so that the allowance is 
now 240 minutes, while the average speed 
becomes 55.8 miles per hour, though the 
greater part of the journey must be co- 
vered at substantially the mile-a-minute 
rate to keep time. Similarly, one of the 
3-hour non-stops between London and 
Exeter has been reduced to 175 minutes 
for 173.7 miles. 

The Plymouth run is still the fastest 
booked non-stop for over 200 miles, but 
in the summer was exceeded in length 
by two new schedules on other lines. 
One of these was the timing of the Lon- 
don Midland & Scottish Railway 10 a.m. 
Anglo-Scottish express from Euston to 
call first at Carnforth, 236 miles, booked 
in 265 minutes, average 53.4 miles per 
hour. The call at Carnforth was to 
change engines only, and as no stop was 
made at Carlisle and the train stopped at 
Symington only to divide the Edinburgh 
and Glasgow portions, the public time- 
tables suggested that the train ran 
throughout without intermediate stop. 
Indeed, some of the newspapers claimed 
that this was actually being done or to 
be done. 

Meanwhile the London & North East- 


» ern Railway scheduled the summer ad- 


vance portion of the « Flying Scotsman » 


to run non-stop from London (King’s » 


Cross) to Newcastle, 268.3 miles, but as 
associated trains could not be altered, the 
train was not accelerated, so that the 
allowance of 330 minutes produced an 
average of 48.8 miles per hour only. At 
least half of the journey required, how- 
ever, to be made at a considerably higher 
average, so that the run has to be appre- 


ciated at a higher level than is suggested 
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by its apparently mediocre average book- 
ing. The run was made on Mondays, 
Thursdays, Fridays and Saturdays, and in 
the down direction only. 


At the end of the summer season, how- 
ever, the new « Royal Scot » locomotives 
(fig. 2) then being available, the London 
Midland & Scottish Railway altered the 
10 a.m. up and down Anglo-Scottish ex- 
presses between Euston and Glasgow and 
Edinbugh to run non-stop between Lon- 
don and Carlisle (299 1/4 miles) instead 
of between London and Carnforth (236 
miles), so that this run, which continues 
to be made through the winter, now ranks 
as the longest non-stop run in the world, 
though the Great Western run maintains 
its pestige in regard to speed. The 
Carlisle times are not publicly sche- 
duled, so that the trains concerned con- 
tinue to appear in the time-tables as non- 
stops between Euston and Glasgow and 
Edinburgh, though, actually, calls are 
made at Carlisle to change engines and at 
Symington to divide the Edinburgh and 
Glasgow portions. 


A few records of runs timed by the 
_ writer may now be given. The first was 

with a « King » class engine (fig. 1) be- 
tween Paddington and Plymouth, with a 
summer loading but before the time was 
reduced to 4 hours. No. 6005, King 

George II, had a load of 360 tons to take 
through to Plymouth and a further 
75 tons to slip at Westbury. This meant 
that, with passengers and luggage, about 
360 tons had to be worked over the ter- 
rific gradients beyond Newton Abbot, 
and that for the first 95 1/2 miles the 
load was about 435 tons. The start was 
- taken fairly easily, and the 36 miles to 

Reading (slack for junction) took 37.9 
minutes. Thence to Newbury, 17.1 miles, 
occupied exactly 20 minutes, this being 
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a climbing stage, and the remaining 
17 miles to Savernake (the summit of this 
stage) were run in 18 minutes. Thence 
to Westbury (slack for curves and de- 
tachment of slip coaches) the 25.5 miles 
took 22:8 minutes, the slack being very 
carefully observed. The next 5.7 miles 
to Frome (another slack for curves, etc.) 
took 7.8 minutes, and the following un- 
dulating stage of 41.6 miles to Taunton 
was run in 44.8 minutes. 

Then follows a difficult climbing stage 
to Whiteball tunnel, but the 9.8 miles 
were covered in 10.6 minutes, and the fol- 
lowing easy 21 miles down to Exeter (se- 
vere slack approaching and through sta- 
tion) were run in 19.8 minutes. Thence 
to Newton Abbot (an easy stage, but cur- 
ves, etc., require careful running) the 
20.2 miles took 22.7 minutes, and the 
193.9 miles from the start had been co- 
vered in 201.3 minutes against 203 mi- 
nutes booked. Then commences a very 
hard section which includes adverse gra- 
dients at 1 in 57, 41, 36, 46 and the like, 


—some short, but in several instances ag- 


gregating as much as 2 miles at these 
formidable inclines, so steep, indeed, that, 
even on the downward sides of the 
« gables » shown by the gradient profile, 
the train had to be held in. Space cannot 
be given for detailed description, but not- 
withstanding these gradients and the fact 
that the load was about 360 tons actual, 
the 31.8 miles to North Road, Plymouth, 
were run in 44.3 minutes, the termina- 
tion being a slow passage of the Plymouth 


area, and the arrival being over 1 minute 


early so that the run of 225.7 miles had 
been completed in 245.7 minutes against 
947 allowed. At no stage was there the 
slightest suggestion that the engine had 
any difficulty in meeting requirements, 
and throughout the journey speed was re- 
latively moderate, 75 miles per hour being 
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the highest, except for one or two slight 
touches approaching the 80 rate. 

The London & North Eastern Railway 
run to Newcastle non-stop was made be- 
hind 4-6-2 engine No. 4474, Victor Wild, 
with a load of 350 tons. Weather was un- 
favourable at the start, and speed was 
distinctly mediocre through the steeply 
graded tunnel section, no less than 7.1 mi- 
nutes being taken for the 2.6 miles to 
Finsbury Park. There was also a bad 
permanent way slack at New Southgate, 
so that the 12.7 miles to the summit at 
Potters Bar took 22. minutes. Onwards, 
however, the running was very good in- 
deed, and the 63.7 miles to Peterborough 
were run in 67.6 minutes. Regaining 
speed after the usual heavy slack there, 
the 23.7 miles to Stoke Summit took 
29.7 minutes, and Grantham was passed 
in 124.9 minutes from London (105.5 
miles). Thence to Doncaster the 50.5 
miles were run in 60.4 minutes, while the 
32 miles to York occupied 42.1 minutes. 
A distance of 188 miles had thus been run 
in 227.6 minutes. 

The passage of York station was a very 
slow one, while the easy schedule given 
to the train necessitated a degree of spin- 
ning-out time, especially as on the day in 
question it was given an additional 7 mi- 
nutes to Newcastle in consequence of ad- 
ditional trains in service. The 44.1 miles 
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to Darlington thus took 57.5 minutes and 


the remaining 36 miles (which include 
several speed restrictions), 49.3 minutes, 
so that the arrival at Newcastle, after 


5 hours 34.4 minutes’ continuous running © 


(for 268.3 miles) was 2.6 minutes early 
according to the schedule in force that 
day, though 4.4 minutes over the times 
to which the train ordinarily ran. The 
outstanding interest of ‘the run is, of 
course, its great length, covered without 
a single check other than the usual speed 


orders which have to be observed, though 
it was quite evident that the engines 
could take a considerably increased load 
on the same schedule, and could improve 
very materially (with a greater load) upon 
the time schedule, which is, unfortuna- 
tely, governed by the running of other 
trains until such time as a complete re- 
arrangement is desirable and can be 
made. 

The writer did not travel on the London 
Midland & Scottish non-stop train when 
engines were changed at Carnforth, but 
made the journey a few days after non- 
stop working to Carlisle had been inau- 
gurated, the engine being one of the new 
« Royal Scot » class (fig. 2) No. 6109. 
The train consisted of new rolling-stock 
introduced for this service earlier in the 
year, and as names have been given to 
a number of the principal London Mid- 
land & Scottish expresses, was that known 
as « The Royal Scot », leaving Euston at 
10 a.m. and Glasgow and Edinburgh at 
the same time in the opposite direction. 
The load was the standard 415 tons emp- 
ty, or with passengers and luggage about 
440 tons. 

A good climb was made to Chalk Farm, 
and the gradually rising 31.7 miles to 
Tring were covered easily in 41 minutes. 
Thence to Bletchley the 15 miles were 
run in 13.8 minutes, and the next 35.9 
miles to passing Rugby at reduced speed 
in 36.9 minutes. Thence to Stafford the 
D1 miles took 54.3 minutes, and Crewe 
was passed at reduced speed 27.5 minutes 
later (24.5 miles). The 158.1 miles from 
London had thus been covered in 173.5 
minutes. 


The 50.9 miles thence to Preston, the 


next station requiring a severe speed re- 
duction and careful running, occupied 
574 minutes, and the increasingly diffi- 
cult 27 miles to Carnforth were covered 
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in 31.4 minutes. To this point, the ter- 
mination of non-stop running from Lon- 
don during the summer, 262.5 minutes 
had been taken for 236 miles. When 
Carnforth was the termination the time 
to this point was 265 minutes, though it 
was often done in less time. As a rule, 
however, two engines, a 4-4-0 and a 4-6-0, 
were employed, whereas one 4-6-0 engine 
only, though of a much more powerful 
class, is now used throughout. 

Passing Carnforth at about 60 miles per 
hour the increasingly difficult 26.2 miles 
to passing Tebay were run in 38.5 minu- 
tes, the engine taking things comparati- 
vely easily, and the 5.6 miles (including 
4 miles at 1 in 75) to Shap Summit took 
11.9 minutes, again with very great ease 
as nothing exceptional was being attempt- 
ed. Thence an easy run down for 31.3 
miles (32.4 minutes with a slow run in) 
brought us to Carlisle, 299.1 miles hay- 
ing been covered without intermediate 
stop and without any check whatever, ex- 
cept for speed orders at several places, in 
344.5 minutes. This time has been im- 
proved upon substantially on a number 
of occasions and for test purposes the 
load has been considerably increased, but 
the outstanding feature of the run was 
the comparative ease with which the en- 
gine was operated throughout, and espe- 
cially on the steep sections. _ 

Passengers are not taken up or put down 


at Carlisle, but engines are changed, and 


with No. 6128, of the same class, and with 
the load unaltered, the undulating 39.7 
miles to Beattock were covered in 44.4 mi- 
nutes and the steep climb of 10 miles to 
Beattock Summit (almost continuously at 
1 in 70 or 75) oceupied 19.8 minutes, 


- though the length of the ascent neces- 


sarily involved a very much harder task 
than the ascent of the Shap incline. The 
remaining 17.2 miles to Symington were 


(Ss | 


completed in 19.7 minutes. Here the 
Edinburgh portion was detached, so that 
No. 6128 had only about 250 tons to work 
to Glasgow. This is a complicated route, 
with numerous speed orders, and, as a 
rule, the Glasgow suburban area is tra- 


-versed at moderate speed only. Hence, 


the 35.4 miles took 52 minutes, though 
even then the train arrived 8 minutes be- 
fore the time publicly advertised. 

A few notes may be given in regard to 
other interesting records, though on stan- 
dard schedules, which have come under 
the writer’s notice. On the Great West- 
ern Railway a « Castle » class 4-6-0 
No. 4093, Dunster Castle, had 180 tons 
over the very hard Plymouth-Newton Ab- 
bot section (34.8 miles in 46.9 minutes 
start to stop) ; 240 tons onwards to Exeter 
(20.2 miles in 27.4 minutes, including 
checks) ; the same load to Taunton (308 
miles in 38 minutes, again with checks) ; 
and 330 tons thence to London. On this 
stage the 41.6 miles to the usual slack for 
Frome took 43 minutes, the 5.7 miles to 
the second slack at Westbury 8 minutes, 
the more or less difficult 25.5 miles to 
passing Savernake 27.5 minutes; the fair- 
ly easy 34.1 miles thence to Reading (two 
intermediate checks and slack at the latter 
station) 33.9 minutes; and the final 
36 miles to London, with an easy run in, 
39 minutes. On the South Wales main 
line an earlier four-cylinder 4-6-0, 
No. 4019, Knight Templar, with 330 tons, 
ran from Paddington to Reading, start to 
stop, 36 miles, in 41.6 minutes; thence 
to passing Didcot, where two coaches 
were slipped, reducing the load to 
270 tons, the 17.3 miles took 19 minutes; . 
and Badminton (46.7 miles) was passed 
47.3 minutes later. The remaining 33.5 
miles to Newport, including the passage 
of the Severn tunnel, are complicated by 
many speed restrictions, but were com- 
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pleted in 37.9 minutes. Returning, a si- 
milar engine, No. 4059, Princess Patricia, 
with 350 tons, took 49.1 minutes to pass 
Jadminton (33.5 miles), and completed 
the exact 100 miles thence to a stop out- 
side the London terminus in 98 minutes, 
including one slight relaying slack. In- 
cidentally, the Swindon-London stage of 
77.3 miles, on which the fastest schedule 
on British railways is made by a start to 
stop train in 75 minutes, was covered by 
this South Wales express in 73.4 minutes, 
though passing Swindon at speed. Dur- 
ing the year a special train from Swin- 
don covered the run, start to stop in 
68.5 minutes, the engine by which it was 
drawn being a new « King » class loco- 
motive. 

On the London & North Eastern Rail- 
way the most interesting run was on the 
London - Harrogate-Edinburgh Pullman 
car express, now named « Queen of 
Scots ». This was further interesting in 
that the engine was 4-4-2 No. 4419, which 
is fitted with a « booster » to give assist- 
ance on steeply-graded stages. The load 
was 280 tons and the weather fair. The 


difficult 12.7 miles to passing Potters Bar _ 


took 18.5 minutes; thence to the Peter- 
borough slack the 63.7 miles occupied 
60.6 minutes, with one intermediate per- 
manent way check, so that the first 
76.4 miles had been covered in 79.1 mi- 
nutes. The difficult 23.7 miles to Stoke 
box took 29.1 minutes (100 miles from 
London in 108.2 minutes), and the 55.9 
miles thence to passing Doncaster (a bad 
check approaching) 55.9 minutes, so that 
the 156 miles from London had been co- 
vered in 164.1 minutes. The remaining 
42 miles to Harrogate, the first stop, are 
too complicated for fast running, but 
were run in 62.2 minutes, so that the com- 
plete run of 198 miles had taken 226.3 
minutes. 


On the London Midland & Scottish 
Railway two runs on the Birmingham 
services may be mentioned. A three-cyl- 
inder compound 4-4-0 No. 1467, with 
200 tons, passed Tring (31.7 miles) in 
35.6 minutes,and completed the 50.9 miles 
to passing Rugby in 50.4 minutes. The 
remaining 30.3 miles to Birmingham took 
34.1 minutes, so that the complete run 
of 113 miles had been covered in 120.1 
minutes. Returning, a similar engine, 
No. 1053, with 180 tons, passed Rugby in 
28.9 minutes, and Bletchley (bad check) 
32.9 minutes later (35.9 miles). Thence 
to Tring the 15 miles took 15.3 minutes, 
and the 26.2 miles to a stop at Willesden 
Junction took 29.1 minutes, including 
two checks. After stopping for about 
two minutes, and spending 9.7 minutes 
on the last 5 miles, Euston was reached 
in 2.9 minutes under the 120 minutes 
allowed to complete 115 miles, one stop, 
two checks, and one usual slack included. 

On the Midland Manchester-London 
route a new three-cylinder compound 
4-4-0, No. 925, over the very difficult 
Peak route, and with 320 tons from Mil- 
lers Dale, took 15.1 minutes for the 
{4 miles from that station to Matlock, 
23.7 minutes for the 17.3 miles to Derby 
and 37 minutes for the 29.5 miles to Lei- 
cester. An older engine of the same 
class, No. 1041, with an ordinary 4-4-0, 
No. 559, as pilot, took 33.4 minutes for 
the 27.1 miles to passing Kettering, 22.9 
minutes thence to Bedford (22.2 miles), 
and 21.4 minutes for the further 19.6 
miles to a stop at Luton. The remaining 
30.2 miles to London (St. Pancras) were 
completed in 34.5 minutes, 


On the Southern Railway principal in- 


terest attaches to a double journey be- 
tween London (Waterloo) and Exeter. 
The engines concerned on the down jour- 
ney were of the now famous « King Ar- 
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thur » class, 4-6-0. With 270 tons, 
No. 775, Sir Agravaine, passed Woking 
(24.4 miles) in 29 minutes from the start, 
and covered the next 23.5 miles to Basing- 
stoke in 23.1 minutes. Thence to An- 
dover (18.5 miles) took 18 minutes, and 
the final 17.4 miles to Salisbury occupied 
17.9 minutes, so that 88 minutes had been 
taken for the complete run of 83.8 miles. 
Continuing, No. 448, Sir Tristram, was 
badly checked near Templecombe, but 


took 34.6 minutes for this length of 282 


miles. The 32.3 miles to Axminster 0c- 


 cupied 30.4 minutes, and up the long bank 
to Honiton tunnel very good work was 
done, the 9.5 miles to the Summit taking 
10.5 minutes. Thence to Pinhoe the 15.8 
miles were run in 15.2 minutes, but in- 
eluding delays onwards to Exeter, with © 
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route. 


those mentioned above, the complete time 
for the 88 miles from Salisbury to Exeter 
was barely 97 minutes, over a very hard 
Returning, with 250 tons, an 
older 4-6-0, No. 747, covered the 18 miles 
to the summit of Honiton bank in 25.6 
minutes, including a permanent way 
check, and the remaining 31.3 miles to 
Yeovil Junction, the first stop, were run 
in 314 minutes. Calls were then made 
at Sherborne and Templecombe, the 28.2 
miles thence to Salisbury taking 36 mi- 
nutes, with several bad delays. Another 
« King Arthur » 4-6-0, No. 454, Queen 
Guinevere, with 290 tons, completed the 
journey to London, but, because of stops 
and checks, the times do not possess any 
special interest. 
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The regulation of hours of duty of the employees 
in the Operating Departments of the Swiss Federal Railways 
(A study of a code of laws), 


By Groraes HARCAVI, 


ENGINWER ATTACHED TO THE INTERNATIONAL INSTITUTION FOR THE SCIENTIFIC ORGANISATION OF LABOUR AT GENEVA, 


The Federal law dealing with the hours 
of duty on railways and other communi- 
cation and transport undertakings was 
voted by the Swiss Federal Council on the 
6 March 1920. An administrative order 
putting this law into operation, together 
with regulations dealing with the appli- 
cation thereof, were soon after issued. 
Switzerland in this way has obtained defi- 
nite legislation dealing with the applica- 
tion of the eight-hour day in the transpor- 
tation and communications world. 


Scope of the act. 


The Federal law applies to the follow- 
ing : 

1. The Swiss Federal Railways ; 

2. The Postal Administration ; 

3. The Telephone and Telegraph Admi- 
nistration ; 

4, Transportation and communication 
concerns under concession from the Swiss 
Federation. 


The Federal Council is also authorised 


to extend the law to ancillary services 
which form a necessary, or at least a 
desirable complement to one of the above- 
mentioned undertakings. 

The law is applicable to permanently 
employed persons who spend most of 
their time in the active service of one of 
the above-mentioned undertakings and are 
held toa strictly personal service. 

Persons employed on new works or on 


supplementary works are not subject to 
the law unless they have to look after the 
safety of the traffic. 

The order putting the law into force 
regulates in detail its application and that 
of certain of its requirements to persons 
who, although performing exclusively per- 
sonal service, are not permanently employ- 
ed and do not devote the greater part of 
their time in one of the undertakings 
covered by the law in question. 

The orders also apply to: 


1. The Swiss Federal Railways ; 

2. Railways and navigations undertak- 
ings under concession from the Swiss 
Confederation ; 


3. Among the ancillary services : 


—_ sleeping car and dining car ser- 
vices. 


From a legal point of view, electric 
tramways, funicular railways and aerial 
railways under concession from the Fede- 
ration, are included under the Act. 

Legally the operating department in- 
cludes the following services : 


1. On the railways : 


a) Maintenance and pareertion of the 
track ; 


b) station working, including that of 


goods sheds ; 
c) train working ; 


a 
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d) locomotive running, including work- 
shops, running sheds, accumulator char- 
ging depots, electric power stations and 
sub-stations, in so far as these are not 
governed by the Federal Factories Act 
which remains in force; 

é) distribution of electricity. 


2. On the waterways : 
a) landing stage working ; 
b) running ; 


¢) operation and maintenance of machi- 
nery, including that in the repair yards, 
in so far as these also are not covered by 
the Federal Factory Act. 


3. In the sleeping car and dining car 
Services + 


a) Working of stations, including depots 
and worksbops, in so far as they are not 
«covered as above by the Federal Factory 
Act; 

b) sleeping car and dining car operating 
staff, so far as concerns employees whose 
duties are mainly carried out on Swiss 
territory. : 


All persons permanently employed in 
the operating departments of transporta- 
tion and communication undertakings, or 
by the above-mentioned ancillary services, 
are subject to the provisions of the law so 
Jong as they are employed in the operating 
departments enumerated above. — 

The law also applies to contractors’ 
employees while they are employed, as for 
example, on repairs to the track, in the 
goods department, in the warehouses, etc. 

On the other hand, any work on the per- 
manent way which has no bearing on the 
safe working of trains and which is let out 
to contract, as for example, re- laying of 
lines which are out of service, the prepa- 
ration of ballast, repairs to buildings, 
laying of water pipes, painting bridges, 
cutting hedges, clearing ditches, removing 
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snow, building protections against avalan-’ 
ches, etc., are not considered as forming 
part of the operating services, Contrac- 
tors’ employees are not therefore bound 
by the terms of the law unless in their 
work they have to take into account the 
movement of trains. 

Employees in the principal departments, 
whether at headquarters, as the permanent 
way, traffic, motive power, and electrical 
sections, or at divisional headquarters, as 
works section and the operating section 
with its station, train and shed office staffs, 
are not subject to the terms of the law in 
question. 

The new works office and the divisional 
engineers, as well as the offices of the prin- 
cipal workshops, are not subject to the 
law in question. 


Working day. 


The working day, under the terms of the 
Federal law, consists of a turn of duly and 
a period of rest. 

The turn of duty is the time between the 
commencement of duty after a period of 
rest and the next period of rest; it is made 
up of : 

1. hours of work and 

2. breaks. 


Hours of work. 


The daily working period oughi not to 
exceed 8 hours on an average over a period 
of 14 days at most taken consecutively or 
separated by single days of rest. 

The average working period may be 
extended to 9 hours for duties consisting 
mainly of simply being present on duty, 
these duties being the following : 


4. On railways : 


a) maintenance and inspection of the 
track : 


— supervision of the line ; 


bo 
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b) station working : 
— all duties; 
¢) train working : 
— men standing by in reserve, 
— rack railway train working, 
— funicular railway train working ; 


d) motive power department, including 
workshops, running sheds, accumulator 
charging depots, electric power stations 
and sub-stations, in so far as these are not 
regulated by the Federal Factories Act: 


— men standing by. in reserve, 

— auxiliary services at sheds (1) such 
as pre-heating trains (”), 

— inspection, 

— equipping and cleaning rolling 
stock, 

— charging accumulators, 

— electric power stations and sub- 
stations, 

— motive power department of rack 
railways, 

— motive power department of funi- 
cular railways ; 


e) distribution of electricity. 


2. On the waterways oe 
a) landing stage working, 


b) running, 


¢) operation and maintenance of ma- © 


chinery, including that in repair yards, in 


(1) Under « auxiliary work at sheds » mentioned 
above are included, pointsmen, men in charge of 
turntables aud traversers, bath-house attendants, 
messengers and storekeepers, 

(2) By « pre-heating trains » is meant the duty 
performed by the staff on engines and heating 
wagons when it is solely a question of beating not 
provided by the trains engines when getting them 
ready not previously done by steam when examining 
the heating equipment of carriages. 
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so far as these are not regulated by the 
Federal Factories Act : 
— men standing in reserve, 
— auxiliary or accessory services to 
the working of the depots. 


3. In the case of sleeping and dining car 
services : 
a) station duties, carriage sheds and 
workshops included, in so far as these are 
not regulated by the Federal Factories Act: 
— collectors, 
— stores, 
— equippingand cleaningrolling stock, 
b) duty on these carriages so far as con- 
cerns employees whose «duties are mainly 
carried out on Swiss territory. 


Presence on duty, within the meaning of 
the said act, may be defined as the time 
during which an employee is not required: 
to carry out any actual work, but during 
which he is obliged to remain on duty at 
his post and ready to immediately carry: 
out any work which may offer. 

The duties for which the average working 
day may be extended to 9 hours witbin 
the limits allowed by the law are decided 
by the Federal Railway Administration. 
The staff has, in any case, to be consult- 
ed beforehand. In case of differences 
between the undertaking and the staff 
concerned, the decision of the Federal. 
Railway Department is final. 

The hours of duty, including compen- 
sation for time off, ought not to exceed 
10 hours in one turn of duty. It is not 
necessary to grant equivalent time off when 
an employee consents to be paid for over- 
time work done in excess of the ordinary 
average hours. The overtime rate is to- 
be calculated on the rate of pay or salary’ 
increased by at least 25 °!,. An employee: 
can only be allowed not to take equivalent 
time off to the extent of 150 hours per 
civil year. 
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When the maximum hours of duty 
fixed by the law are exceeded by more 
than a quarter of an hour in consequence 
of the late running of trains or boats, or 
by other unavoidable circumstances, equi- 
valent time off should be given for such 
additional hours during the following three 
working days. 

The hours of duty is the period during 
which the staff is occupied on the business 
of the administration, including that given 
to subsidiary duties. The time the em- 
ployee takes during working hours to go 
on foot or otherwise from one place to 
another is included in this period. 

Half the time taken by an employee to 
travel as a passenger to and from his place 
of employment is counted as duty. 

The staff should be free to use the rest 
of their time as they wish, except when 
the administration has to carry on the 
service under unforeseen circumstances. 

Transportation administrations when 
having to deal with heavy seasonal traffic 
may, by agreement with the staff, extend 
the daily hours of duty by one hour during 
five months of the year as a maximum, on 
condition that corresponding time. off is 
allowed during the remainder of the year. 


Additional work which may from time 
to time occur at intervals as the result of 
trains or boats running late, or other 
reasons ought to be made up by time off 
so that the ordinary average hours of duty 


~ ealculated for the periods provided for in 


the allocation of duties (periods of time off) 
may not be exceeded. In cases where 
ime off cannot be arranged within the 
stipulated period, or if it can only be 
partially granted, such additional work 
shall be paid for as overtime. 

The additional hours of duty during 
any one month to be paid for as overtime 
are to be added together. The fractions 
of 30 minutes or less count as half an 
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hour, those of more than 30 minutes as a 
whole hour. 

The pay per hour sha!l be at the hourly 
rate of pay or salary increased by 25 °/,. 

For staff on an annual salary, the pay 
per hour is calculated on the basis of 300 
days of either 8 or 9 hours, and for staff 
employed by the day, on the basis of either 
8 or 9 hours par day (see table 1). 

The time off provided for by the Federal 
law in cases where the maximum legal 
working hours are exceeded is so arranged 
that the working hours of the day in ques- 
tion and of the three following days shall 
not exceed 10 hours on the average, 

In permanent way maintenance, upkeep 
of telegraph and telephone lines and elec- 
tric power lines, and also of hridges, the 
working hours may be extended or cur- 
tailed during certain days, in accordance 
with the exigencies-of the work to be car- 
ried out taking into account the train 
timetable, and as far as possible the wishes 
of the staff concerned, provided, however, 
that the average of 8 hours for a period of 
14 days laid down by the law is not 
exceeded. 

The average working day of employees 
acting as relief men or when lent to 
another department is that in force in that 
department. For example, platelayers, 
acting as level-crossing keepers, points- 
men, goodsyard men, ete., who work a 
9 hour day will also work a 9 hour day. 

On the railways and inland navigation 
services, as well as on the sleeping cars 
and dining cars mentioned above, every 
employee should be fully occupied for 
8 hours, that is to say, the total of his 
daily work, divided between different 
places if necessary, ought to actually shew 
8 hours of effective work. 

If, however the work consists mainly in 
standing by, the daily turn of duty may be 
increased to 9 hours after previously con- 


Scale A. 


Average working pericd: 
8 hours. 


TABLA iL: 


Tuble for calculating the pay for overtime. 


Scale B. 


Average working period : 
more than 8 hours. 


Total 
annual 
pay. 


Francs. 


2 400 to 2545 
2516 to 2707 
2708 to 28-9 
2900 to 3091 


3.092 to 3 283 | 
3284 10 3.475 | 


3.476 to 3 667 
3 668 to 3859 
3 860 to 4 054 


|] 4052 to 4.243 | 
| 4244 to 4435 | 
{| 4436 to 4627 | 
|| 4628 to 4819 | 


Pay 


per hour 
overtime. 


4820 10 5011 | be 


Total 
annwal 
pay. 


Francs. 


6 356 to 6 547 


6 548 to 6 739 
6740 to 6 934 
6 932 to 7 123 
TA24 to 7315 
7316 to 7507 


"1508 to 7 699 


7700 to 7 891 


7892 to 8083 
8084 to 8275 
8276 to 8 467 | 
8 468 to 8659 | 
| 8660 to 8851 | 


Pay 
per hour 
overtime. 


Fr3 


3.40 
3.50 
3.60 
3.70 


3.80 


3.90 
4.00 
4.10 


4.20 


4.30 
4.40 


Total Pay Total Pa 
annual per hour annual per h 
pay. overtime. pay. overtim 
Fraucs. Fr, C. Frances, — Frs€ 
2400 to2613 | 4.20 | 6934t07149| 3.30 
2614t02¢29 | 4.30 | 7450107365 | 3.40 
2 830 to 3045 1.40 7366 to 7581 | 3.50 
3046 to3261 | 4.50 | 7582t07797 | 3.60 
3262103477 | 1.60 | 7798to8013| 3.70 
3478 to 3693 | 1.70 | 8014 to 8229 
3694 103909 | 14.80 | 8230 to 8445 
3910 to 4425 | 4.90 | 8446 to 8661 | 4.01 
4126 to 4341 | 2.00 | - 8662 10 8877 as 
| 4342104557 | 2.40 : 
4558 0 4773 | 2.20 | 


J] 4990 to.5205 | 
7 52000540 | 
5422 to 5 637 


474 to 4989 | 
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sulting the staff concerned in accordance 
with the conditions mentioned above. 

Each particular case is examined as to 
how far the periods of standing by on 
duty included in each turn of duty justify 
the extension of the working hours in 
couformity with the law. 

In these cases the average working hours 
are calculated in the following manner : 

When a turn of duty includes the total 
of more than one hour of standby duty, 
half the time of such standby is deducted, 
with this restriction, however, that the 
reduction may not exceed 60 minutes per 
working day. If, for example, a working 
period of 535 minutes includes 90 minutes 


of standby duty, the equivalent time to 


be taken off is booked as 535 — aM == 49() 


al 


minutes. If, in one day, train crews have 
4 hours on actual train service and 4 hours 
in reserve, the time is booked as 7 hours 
of work for the day in question. The 
average turn of duty calculated with these 
reductions should not in any case exceed 
8 hours per day. 

If we examine each case separately, it 
will be seen that circumstances are not 
the same for alJ the variousturns of duty of 
employees of the same grade atany stalion. 
If, for example, the working conditions 
allow the average time on duty of points- 
men to exceed 8 hours at portions of the 
station where the traffic is light, at other 
signalboxes in the same station the average 
hours on duty will not exceed 8 hours. 


In order to determine what should be 
¢, nsidered as a simple presence on duty, 
we take as a basis a statesnent of the 
normal duties. Ifa permanent change in 
the conditions has occurred — a turn of 


duty which formerly included periods of 
~ standby duty and which by reason of the 


increase in traffic now consists of conti- 


nuous work — the rosters should be rear- - 
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ranged. If an extension of the hours of 
duty are advantageous, this may be also 
arranged when periods of standby duty 
arise, for example, as the result of the 
traffic falling off, in turns of duty which 
formerly consisted of continuous work. 

To calculate the time necessary to carry 
out the work at unimportant stations 
where there are not more than five men 
employed, the following times are adopted: 


-— through trains : 5 minutes; 


— stopping trains : 8 minutes; 
— goods trains : according to require- 


ments ; 

— issuing tickets: half a minute per 
ticket; 

— issuing season tickets: 3 minutes per 
ticket; 


— bookingin or out left luggage: 3 mi- 
nutes per entry in or out; 

— forwarding luggage and express par- 
cels : 3 minutes per consignment; 

— reception of express parcels : 2 mi- 
nutes per consignment ; 

— telegrams < 6 minutes each; 


—-~= advice S. M.: 2 minutes each; 


— wagons, dispatched and arrival : 
2 minutes per wagon; 

— dispatch and arrival of cattle :8 mi- 
nutes; 

— goods, dispatch and arrival : 7 mi- 
nutes ; 

— accounts in connection with passen- 
ger and parcel traffic : 15 minutes. 
basis time, plus 1/5 minute per 
ticket, season ticket and consign- 
ment of luggage; 

— accounts iu connection with cattle 
and goods traffic : 20 minutes 
basis time, plus 2/5 minute per 
consignment ; 

— miscellaneous ; 30 to 45 minutes, 


Work due to special circumstances 
should be allowed for in accordance with 
the time taken. 
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To determine the average working hours 
which should be worked by gatekeepers, 
this is reckoned at 6 minutes per train. 
The remainder of the time they are con- 
sidered as merely being present on duty. 
Additional and special trains are dealt 
with in the same way. 
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The time allowed to train crews before 
and after the time of arrival and departure 
is arranged to suit requirements and local 
conditions, based on a normal amount of 
work. Generally speaking the following 
times are allowed: 


A. — Taking charge of the trains. 


{. a) Stopping trains with few pairs of wheels, for all the mem- 


bers of the train crew 


Time allowed. 
12 to 145 minutes. 


b) Through and stopping trains, with a large number of pairs 


of wheels, for all the members of the train crew. 15 to 20 ~- 
2 a) Freight trains-with few pairs of wheels : 
aa) for the head guard and the clerk attending to the 
records . a er Cel eee Ee eS, Se 
bb) for the other members ot the train crew «5. CACO 
b) Freight trains with a large number of pairs of wheels : 
aa) for the head guards . 3  Seiies = oe oO 40 — 
bb) for the clerk attending to the records 30 to 35 — 
cc) for the other members of the train crew . 15to20 — 
3. For the staff proceeding as passenger to another station or 
goods yard or returning to their station or goods yard . 5 = 
B. — Handing over the trains. 
For each-employee “= 31° ee 6 d5to10 — 
C. — Journeys made to and from shunting yards. 


The journeys which train crews make, 
either on foot or otherwise, to reach a 
shunting yard or to return, are not count- 
ed in the working hours if they occur 


employee alone to do itis counted as duty 
time. It is therefore necessary at each 


. Station to make arrangements according to 


before booking on, before or after a break - 


or after leaving duty. In cases where 
duties finish before a break in a passenger 
station and have to be resumed after this 
break at a shunting yard, or vice-versa, a 
break should not be less than 30 minutes. 
When, for example, an employee has to 
obtain signal lamps from the lamp room 
at the passenger station or to take them 
back again, the time necessary for one 


circumstances. 

The journeys an employee makes wit- 
hout having any duty to do from or to his 
home are counted at half rate as working 
time, even if under exceptional circum- 
stances the said employee who is travell- 
ing as a passenger is occasionally called 
uponsto give assistance in some duty. 
When he is regularly required to assist, 
the time taken is counted at full rate in 
reckoning the hours of duty. 
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Journeys as passengers are also counted 
as working hours at half rate when an 
employee makes such journeys in the 
course of his turn of duty to proceed from 
his normal post to another place of em- 
ployment, or vice-versa. 

Moreover, journeys made during work- 
ing hours between two places of em- 
ployment which are both situated away 
from the employee’s home station are 
reckoned as working hours at the full rate. 
When an employee has to work in turn 
on various sections of the line and fre- 
quently changes ‘his place of employment 
and therefore temporarily lives at some 
central position. this latter place is con- 
sidered as his home station. 

Yor employees of the permanent way 
department, each ganger’s length is con- 
sidered as the home station. Journeys to 
work are not taken into consideration in 
calculating the working hours, except 
when an employee works outside the 
length to which he is attached. For all 
the employees under a chief ganger, the 


point of departure taken in reckoning the 


time of these journeys is the station which 
is closest to the middle of the length. 
Journeys made between the home station 
and the place of employment at the begin- 
ning or end of work in the morning and 
afternoon are not counted in the working 
hours. The working hours which may be 
lost as a result of the late running of 


_ trains during journeys to the place of em- 


ployment are compensated for. 


In fixing the hours for commencing and 
finishing a day’s work, the timings of sui- 
table trains are to be taken into account 
as far as possible. 

In the case of work in tunnels, the time 
occupied by all the employees in proceed- 
ing from the entrance of a tunnel to the 
place of employment and vice-versa is 
included in the hours of work, except the 
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time allowed for a meal taken in or out- 
side the tunnel. 

When the hours of duty as arranged 
are less than the legal hours, the diffe- 
rence is in the first place subtracted from 
the additional hours of work for the period 
of compensation in question. 

To determine whether the various addi- 
tional periods of one quarter of an hour 
or less amount to 1 1/2 hours over a period 
of 14 days, these are added up for the 
preceding fortnight on the 15th and last 
day of each month. If the total figure 
thus obtained does not exceed 1 4/2 hours, 
it is not included for the period under 
consideration, 


Breaks. 


The staff are allowed a break of 1 hour 
at least about the middle of the turn of 
duty, when the men ought to return to 
their homes if the service allow it. 

This break may be omitted if the turn 
of duty does not exceed 8 hours and if it 
is possible for the staff to take a meal 
while working. 

The breaks should be fixed so as to 
allow the staff to take their meal at conve- 
nient times and at home if possible. 

In general, the breaks should be for at 
least 20 minutes; breaks of at least 15 
minutes may be allowed under special 
circumstances. 

For men supervising the line, breaks of 
15 minutes may in some cases be allowed 
in the interval of 30 minutes between two 
trains on condition that the employees 
have no other duties to carry out in the 
course of these 30 minutes, as for example, 
working the block instruments, recording 
time signals, etc. 

As far as the exigencies of the service 
allow the heads of departments should 
avoid fixing continuous turns of duty 
exceeding 6 hours and allowing more 
than 3 breaks in any one turn of duty. 
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Not more than 3 breaks should be ar- 
ranged unless absolutely necessary or 
where this allows a more efficient use of 
the staff. 

In arranging working hours, the distance 
between the place of employment and the 
employee’s home should be taken into 
consideration, as far as possible, in accor- 
dance with local conditions. 

Breaks should be avoided between 
11.0 p.m. and5.0a.m. In any case, not 
more than one break should be arranged 
during these hours of the night without 
the consent of the staff. 

Nine hours of continuous work may not 
be arranged with the consent of the staff 
unless such work consists mainly of stand 
by duty and unless it is possible for the 
employees to get their meals. 

Excepl in the case where the turn of 
duty does not exceed 8 or 9 hours, there 
should not be more than six hours conti- 
nuous work except where circumstances 
demand it, as for example, on through 
trains or on stopping freight trains, etc. 


Turns of duty. 


The daily duration of a turn of duty 
should not exceed 13 hours on the average 
over a period of 14 days as a maximum, 
either consecutive or separated by single 
days of rest, or 13 1/2 hours if the employee 
has a house provided by the railway close 
to his place of employment. This period 
should be reduced to 12 hours on the 
average when the conditions of work 
allow it, : 

The maximum length of a turn of duty, 
including time worked as compensation, 
is 14 hours. 

Under special circumstances fixed in 
accordance with the regulations, the turn 
of duty may be extended to 15 hours, 
provided that the average over 3 consecu- 
tive days does not exceed the normal aver- 
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age of 13 hours or of 13 4/2 hours as: 


mentioned above. 

When the maximum duration of the turn 
of duty as fixed by law is exceeded by more 
than a quarter of an hour by reason of the 
late running of trains or boats, or by other 
unavoidable circumstances, the additional 


time should be compensated by time off 


in the course of the 3 following working 
days. 

If the time off laid down by law is given, 
the duration of the turn of duty may be 
extended by regulation to 15 hours as a 
maximum : 3 


1. in cases in which the timetables make 
it necessary ; 

2. in cases where it avoids having to: 
lodge the staff; 

3. in cases of absence of certain em- 
ployees by reason of illness, military ser- 
vice or for some other reasons of the ser- 
vice or in case of force majeure; 

4. in other cases where requested by the 
employees. 


Compensation laid down by the Federal 
law for cases where the maximum legal 
turn of duty is exceeded is so arranged 
that the average turn of duty for the day in 
question and for the three following work- 
ing days does not exceed 14 hours on the 
average. . 

If certain turns of duty occur in the 
morning, day time, evening and night 
time, they should be distributed between. 
various employees by means of a suitable 
roster, this not being applicable to em- 
ployees engaged exclusively for night 
duties. : 

The time taken travelling is reckoned 
at full time as already stated. 


Periods of rest. 


A daily period of rest should not be less: 
than 14 hours as an average over a period 
of not more than 14 days, either consecu- 
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tive or separated by single days of rest, 
or 10 4/2 hours if the employee lives in 
a cumpany’s house close to his place of 
employment. The period of rest should 
not, as far as can be avoided, be less than 
12 hours on the average. 

The minimum period of rest, including 
time off as compensation, is 10 hours. 

Under special circumstances, which are 
laid down in the rules, the period of rest 
may be reduced to 9 hours, provided that 
the average period over three consecutive 
days is at least equal to the regular average 
period as quoted above. 

A period of rest should be taken at the 
home station if conditions permit. 

Provided the time off as compensation 
laid down by law is allowed, the length 
of the period of rest may be reduced to a 
minimum of 9 hours in the following cases: 


1. in the case where an employee chan- 
ges over from night duty to day duty, or 
vice-versa, and where a short turn of duty 
may be whrked in the morning; 

_ 2. in the case of periods of rest taken 
away from the home station ; 

3. in the case of absence of certain em- 
ployees cwing to illness, military service 
or for other unavoidable reasons : 

4. in other cases, when agreed to by the 
staff. 


When the length of the minimum legal 
period of rest is reduced by more than a 


quarter of an hour owing to the late 


running of trains or boats, or by other 
unavoidable circumstances, compensation 
should be made in the 3 following periods 
of rest so that the period of rest for the 
day in question and for the 3 following 
days should average at least 10 hours. 


Night duty. 


By night duty is meant, the turn of duty 
between 11.0 p.m. and 5.0 a. m. 
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No employee should be employed on 
night duty for more than 7 consecutive 
nights nor for more than 14 nights in four 
weeks. This regulation does not apply to 
turns of duty in which not more than one 
hour falls within the period reckoned as 
night duty, and does not apply to em- 
ployees employed exclusively on night 
duty. 


Days of rest. 


Every employee of the Federal Railways 
is entitled to 56 days of rest per civil year, 
suitably distributed of which at least 
20 are to be on a Sunday or general 
holiday. 

The days of rest should be fixed in 
advance in accordance with the require- 
ments of the service. The requests from 
employees to alter days of rest already 
fixed should be acceded to if service con- 
ditions allow and if this does not result in 
too long intervals between the various days. 
of rest. 

Intervals of more than 2 weeks between 

~2 days of rest and of 5 weeks between 2 
Sundays off should be avoided as far as. 
possible. ; 

A day of rest is 24 hours, and the em- 
ployee should be able to take it at home. 

The day of rest should be preceded, 
either immediately or as close as possible, 
by a period of rest of at least 9 hours. 
The average length of this period of rest 
over a period of not more than 6 weeks. 
should be at least 10 hours for employees 
employed exclusively on duty between 
5.0 a. m. and 11.0 p. m. and 412 hours at 
Jeast for otheremployees. Only one period 
of rest is allowed where the employee 
takes two or more consecutive days of rest 

Periods of rest of at least 28 hours may 
be counted as half days of rest for em- 
ployees who change over from evening or 
night duty to morning or day duty. 
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If on a Sunday or general holiday the 
turn of duty does not extend later than 
mid-day, the remainder of the day can be 
taken as a half day of rest, provided that 
the turn of duty is not longer than 5 hours 
and that the period of rest following im- 
mediately on the turn of duty, shall be at 
least 18 hours before the commencement 
of the next turn of duty. 

From the 56 days of rest granted by the 
Federal law, one day of rest is deducted 
for every seven days absence. 

It is permissible to work a short turn of 
duty of 2 hours as a maximum between a 
period of rest and a day of rest. This 
practice should not be resorted to except 
when urgently required by traffic con- 
ditions. 

The half Sundays off authorised by the 
Federal law should not be counted in the 
stipulated minimum number of Sundays 
off. On the other hand, Sundays and 
whole holidays which occur during 
absence from service may be included in 
the number of Sundays off under the 
above conditions. 

If night duty encroaches more than 
2 hours on the Sunday, the following day 
of rest is not counted as a Sunday off, 

Employees who spend the greater part 
of their time in the operating departments 
but who are not permanently employed 
therein are entitled to one day of rest per 
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6 days of work Some of their days of rest , 


should coincide with Sundays or holidays 
in a proportion in keeping with the spirit 
of the Federal law. These employees 
should also have one additional day of rest 
at the following rates : 


Per 75 working days during the first 
three years of service; 

Per 50 working days, from the fourth 
year up to the tenth year of service ; 

Per 35 working days from the eleventh 
year of service. 


For those who are permanent employees 
in the operating departments of the Fede- 
ral Railways, but do not spend their whole 
time therein, the number of days of rest 
per annum is as follows : 


1. 14 days for an average period of work 
of at least 8 hours per day or for an average 
turn of duty less than 6 hours per day; 

2. 28 days for an average period of work 
of at least 3 hours but less than 5 hours per 
day or for an average turn of duty of at 
least 6 hours but less than 9 hours per 
day ; 

3. 42 days for an average period of work 
of at least 5 hours per day or for an average 
turn of duty of at least 9 hours per day. 


One third at least of these days of rest 
should fall on Sundays or holidays. 

The number of days of rest for em- 
ployees who join or leave the service dur- 
ing the current civil year is calculated as 
follows : 


Length of service in days 36 
365 
fractions of a day not being counted. 


As regards the regulation days of rest 
for the staff employed in the operating 
services, one day of rest should be allowed 
for 6 days work in each month, the re- 
maining days of work being carried for- 
ward to the following month as shown in 
the following table. 

The saainonal days of rest mentioned 
above at the rate of 4 per 50 or 1 per 35 
working days are granted from the begin- 
ning of the civil year during which the 
number of days of rest are to be increased. 

When by reason of the late running of 
trains or other important service circum- 
stances, the period of rest preceding the 
day of rest of 24 hours does not equal the 
stipulated minimun of 9 hours oceasion- 


ally, the day is however considered as a_ 
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complete day of rest, but compensation 
should be given for the extension of work 
in the preceding day and the resulting 
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reduction in the period of rest in accor- 
dance with the provisions of the Federal 
law. 


_————— 


Working days per month. 


Days of rest allowed. 


Days of rests carried 
forward 
to following month. 


January : 19 days aes 3 1 
5 
February : 21 3/4 days. el SS i = 3 43/4 
March : 25 days . 2 =e git = 4 5 3/4 
April : 25 1/2 days. po 11/4 
Ete. 
Holidays. occupation, the days worked are to be 


Every employee of the Federal Railways 
in the operating departments is entitled 
to the following holidays per civil year : 

— 7 days during the first 7 years service; 

— 14 days on completing 8 years service 

or on passing the age of 28 years; 

— 21 days on completing 15 years ser- 

vice Or on passing the age of 
35 years; 

— 28 days when he completes his 50th 

year of age. 


Each holiday period of 7 days includes 
one of the days of rest stipulated by the 
Federal law. 


For officials, employees or workmen 
who spend the greater part of their time 
in the operating departments of the Federal 
Railways, but who are not permanently 
employed therein or the opposite, a year 
of service is counted as each period of 350 
days paid for. In the case of occasional 


added up. For the time during which 
days of rest are not paid for, one day 
should be added to every 6 days work. 
Days of not more than 4 hours work count 
as half a day and those of more than 
4 hours as a whole day. 


Special rules for days and holidays. 


The regulations stipulate in detail : 


1. the extent to which absence on 
account of illness, accidents, military ser- 
vice or for other reasons may be counted 
as part of the days of rest and the holidays; 


2. the distribution of holidays. 

The Jength of the holidays is not to be 
reduced on account of absence due to 
illness, accident or compulsory military 
service. unless such absence exceeds 70 
days per civil year. 

In the case of leave without pay for 
voluntary military service or as a punish- 
ment, the holiday is reduced even if the 
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absences have been less than 70 days per 
civil year. 

In the case given above, the length of 
holidays is reduced by 4/528* for each 
week of absence from duty, this reduction 
being rounded off to the nearest whole 
day. 

The Federal Railway Administration 
decides not later than December the holi- 
days for the following civil year. 

The general headquarters and the dis- 
trict headquarters arrange that each em- 
ployee take his holidays in turn during 
the various seasons of the year. Em- 
ployees cannot however demand to. take 
their holidays during periods when traflic 
is especially heavy. 

In order to ensure a regular turn about 
in the holidays provided by law, the periods 
for the various employees are fixed alter- 
natively in different months of the year, 
observing as far as possible the following 
order : January, June, November, April, 
September, February, July, December, 
May, October, March, August, January, 
and soon. In this way employees who 
in one year have taken their holiday in 
January, in the following year have their 
holiday in June, the third year in Novem- 
ber, then in April, ete. At times of heavy 
traffic and if all the months of the year 
are not required when allocating holidays 
to the various employees, the adminis- 
tration may modify the foregoing arran- 
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gement, provided that the principle is. 
adhered to. 

In order to make efficient use of the 
staff, the holidays are spread out as far as 
possible through the whole year, whilst 


taking into account the heavy increase of 


passenger or of goods traffic which occurs 
at certain seasons, holidays, etc. 

Generally speaking, holidays should be 
taken in one complete period. If service 
conditions allow, they may, as a special 
case, be divided up or taken by separate 
days; this however is only applicable to 
officials, employees or workmen entitled 
to al least two weeks holiday. 

In the case of absence from duty, one 
day of rest for every 7 days absenee is. 
deducted from the statutory 56 days of rest. 
If there is on the average more than one: 
day of rest per period of 7 days absence, 
the additional days of rest should be 
granted. Compensation is made during 
the last quarter of the civil year, if not 
earlier, and should not be carried forward 
to the following year. In this compensa- 
tion all absences from duty for the year in 
question are taken into account. 

In case of more than 70 days absence 
from duty for one of the causes given 
above, the 70 days shall also be taken into 
consideration for calculating the reductiom 
of holiday at.a rate of 1/52"* per week 
of absence. The number of days to be 
deducted is calculated from the following 
formula : 


Normal number of days of holiday x number of complete weeks of absence. 
a EY BUD DET OF COM DIO W COKE Os ORCC, 
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The reduction of holidays for the causes 
given above is independent of the reduc- 
tion of the number of days of rest made 
in confo: mity with the Federal law. 

The rules for the reduction of holidays 
also apply to the grant of additional days 
holiday. [fit happens that days of absence 


on account of illness, accident or com- 
pulsory military service coincide with: 
holidays fixed in advance, the holidays. 
thus lost by the employee should be: 
granted later, provided that the absence: 
from service does not exceed 70 days per: 
civil year. If the 70 days is exceeded, or 
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in the case of leave without pay, or for 
voluntary military service, or as a punish- 
ment, the regulation reduction of holidays 
is taken into account in the additional 
holidays to be granted. 


Rosters. 


The orders putting the law into force 
regulate the details, the forms and the size 
and contents of the rosters of working 
hours, duties, days of rest and holidays, 
drawn up by the administration. 

The staff should be consulted before 
the rosters are finally completed. 

At each fresh change of duties, tables of 
working hours are prepared in accordance 
with the wishes of the staff and in accor- 
dance with the requirements and regula- 
tions of the service, and these tables show 
the nature of the duties and the places of 
employment at which an employee will 
have his period of rest away from home. 

These tables are prepared in accordance 
with specimen sheet A for train crews, 
enginemen and firemen and in accordance 
with sheet B for other employees. 


The different departments should be_ 


shown separately and designated by a 
special number on the tables provided 
with this object. 

The duty lists then give, in minutes, the 
mean daily-period of duty, the turns of 
duty and periods of rest. They also show 
whether overtime is paid for, in conformity 
with the Federal law, for additional work. 

If an employee has alternatively to carry 
out different duties, a rearrangement of 
working hours is made in accordance with 
specimen sheet C1 for one civil year, or 
a period timetable on the lines of specimen 
sheet C? for one month. 

The table of days of rest and holidays is 
prepared for a whole civil year in accor- 


dance with specimen sheet D, and is made 


known to the staff by appropriate means 
at least 3 days before coming into force. 


Special attention should be given to the 
preparation of the « duty » lists A and B 
and « allocation of duties » C4 and (2. 
The responsible officials should not only 
satisfy themselves that the regulations are 
observed, but should also make sure that 
these tables are suitable to the actual 
needs of the service. They must therefore 
duly observe the reg sulations of the Fede- 
ral law in favour : the staff and also 
obtain full benefit from those clauses 
which are to the advantage of the adminis- 
tration. 

In cases where the Federal law or the 
orders putting it into force lay down that 
the staff must be previously consulted, 
this is done in the following manner : 


The draft duties list and division of 


duties should be made known to the staff” 


in sufficient time for them to make known 
their views if they so wish before the tables 
are put into operation. These wishes are 
met where the needs of the service and the 
clauses of the Federal law and regulations 
allow and where no additional expense is 
incurred. 

Where it is not possible to prepare the 
tables in sufficiently good time for the 
train crews, drivers and firemen or for the 
permanent way staff so that these proposed 
tables may be made known to the staff 
before they are put into force, the tables are 
to be put into force provisionally. If the 
staff raise no objection within a period of 
from 2 to 3 weeks, these lists are then 
considered to be final. Demands for the 
modification of the tables of duties (sheet A) 
for train and footplate staff should be 
addressed in writing within 2 to 3 weeks to 
the chief of the department concerned. 
This official examines them as soon as 
possible and then calls a conference of one 


delegate from each station or running: 


shed of the staff concerned with the altera- 
tions in question. Stations and sheds 


employing more than 150 men may be 
represented by two delegates. If, during 
the conference, it appears necessary to 
make changes in the working arrangements 
al stations or sheds not represented, the 
staff at each of these are entitled to put for- 
ward their wishes before the final adoption 
of the programme of list of duties. 

Every care is taken to employ the relief 
statf in as economical manner as possible. 
For this reason, each service ought to be 
considered as only an element of the whole 
administration. The economic organisa- 
tion of the operating departments and of 
the traffic department in particular, 
makes it necessary that the employees of 
the various departments shall mutually 
assist each other. 


Reduction in goods service on Sundays 
and holidays. 


Goods trains are not allowed to run on 
Sundays and general holidays (New Year, 
Good Friday, Ascension Day and Christ- 
mas Day). 

The Federal Council may, however, 
authorise, as an exception, the running of 
certain goods trains and also take delivery, 
transport and deliver cattle and perish- 
able goods. 


Service buildings and shelters. 
Barracks. 


Except in special cases, the administra- _ 


tion shall provide for the use of the statf 
not able to return home during breaks and 
periods of rest, or who have to take their 
meals at their place of employment, with 
heated messrooms provided with means 
for hotting up meals. ; 

The service buildings, the shelters for 
breaks and periods of rest, and also the 
barracks shall be in a good sanitary con- 
dition, The barracks and shelters shal! also 
afford a reasonable amount of comfort. 

As regards sanitary requirements at 


workshops, engine sheds, electric power 
stations and sub-stations, accumulator 
charging depots, dockyards, etc., in so far 
as they are not regulated by the Factory Act 
and provided at least 3 employees are 
employed on the average, the requirements 
as to sanitary conditions in factories must 
be complied with by analogy as a mini- 
mum. 

If there isa need fora hut at a station 
and certain difficulties prevent it being 
provided, it must be provided in the near 
vicinity. If it is impossible to provide a 
shelter of this kind for the permanent way 
staff, tents and cooking ustensils must be 
placed at their disposal. 

At permanent way inspections posts at 
which there is a company dwelling house, 
independently heated shelters sbould be 
provided for the relief staff who do not 
belong to the watchman’s family. 

Sleeping rooms ought not. as a rule, to- 
be used by more than 3 employees, and 
euch man is to have his own bed. 

Sleeping rooms should not, in general, 
be used as shelters during breaks in duty. 

As far as possible crossing keepers 
houses should be provided with drinking 
water. 


Guarantee of wages and salaries. 

The Railway Administration is obliged’ 
to pay for the days of rest and holidays. 
prescribed by the Federal law 

No reduction ought to be made, in view 
of the privileges granted the Staff by the 
said law, on the wages or salaries for a 
complete civil year. 
claim, in view of these privileges, an. 
increase in pay. 

The guarantee of wages and _ salaries. 


stipulated by the Federal law does not. 


affect payments such as bonuses for {uel 
economy, payment by mileage, etc., which 
depend upon the carrying out of certain: 
conditions. 


Nor ean the staff 


wh 


= 


The pay for the days of rest ought to 
be the same as that for the days of work. 


Departures from the provisions 
of the act. 


Where special conditions render it ne- 
cessary, the Federal Council may, after a 
consultation with the = staff concerned, 
authorise departures from the provisions 
of the law. 

The Federal Railway Department is 
authorised, under the above conditions, 
to lay down these departures from the 
regulations. 

Demands which refer to turns of duty, 
distribution of duties, days of rest or holi- 
days, ought to be accompanied by a copy 
of the forms A, B, C or D mentioned 
above. 

Departures agreed to by the Federal 
Railway Department ought to be brought 
to the know edge of the staff concerned by 
the Management without delay. 


State control and supervision. 


The Federal Council sees that the requi-— 


rements of the law on the working day are 
carried out. 

Itissues orders detailing how this super- 
vision is to be exercised and also on the 
methods of proceiure to be followed in 
dealing with complaints from the railway 
staff with regard to non-observations of 
the law or of the orders putting it into 


force. 


The staff are required to notify, as soon 
as possible, either verbally or in writing, 
to the chief of the department or to his 
immediate assistant, any departure from 
the Federal law or orders where these are 
not exceptions authorised by the control- 
ling authority. The manner in which 
such complaints are dealt with should be 
conveyed to the staff concerned without 
delay. 


After having availed themselves of all 
the proper channels for forwarding com- 
plaints to the Federal Railway Administra- 
tion, employees may appeal to the Federal 
Railway Department to protest against 
steps or decisions taken by the Railway 
Administration in applying the Federal 
law or orders. The Federal Department 
requires the Administration to report on 
ihe claims in question. 

On the demand of the Federal Railway 
Department, the Federal Railway Admi- 
nistration should forward copies of the 
working hours and duties list, days of rest 
and holidays, and givea statement of the 
views of the staff who have been consulted 
in conformity with the Federal law on the 
questions conceried. 

The Federal Railway Department will 
take the necessary steps to ensure that the 
regulations are properly applied. 

Provided their position is sufficient to: 
justify it, the officials of the Federal Rail- 
way Department are empowered at all 
times to ascertain at the place concerned 
iWithe provisions of the Federal. law and 
orders are being properly carried out by 
the Federal Railway Administration. 

The departments of the Federal Railways: 
are obliged to give careful attention to any 
communications they may receive as a 
result of the above mentioned requirc-- 
ments. The staff should not suffer any 
prejudice, either direct or indirect, as the 
result of having made such complaints. 


The consultative committee. 

The Federal Council appoints for each 
administrative period, after having re- | 
ceived nominations from the administra- 
tion and from the staff of the Federal 
Railways, a consultative committee com- 
posed of a president and from ten to 
fourteen members. The Railway Admi- 
nistration and the staff have equal repre- 
sentation on, this committee. 
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FEDERAL RAILWAYS. 


Allocation si <Allecation. off Atty. ol he GA eaters eee ae duty of the staff 


January. . a ey | ae | ees el ae ee eae ec 
February...... Ce ee fe fe J Sf SS J SJ J — ff — | | — I I — | — I 
WUTC er re ss 1 ee ff] —— | — J — | — — | —] — ] —_ } —] — | — ] —] —_ | — | —_]— 


Date ; 


August 2.66 ee ef —— |] —— | — | ——] -— 


September... 2 6 ee ee ee Pf | — J — |] — J |] — | — | — 


OOD ees ee ae Se ae) act RUS eee eis See a sermmee) ote 


IVGVOINVET 6. rel. cee I fe ase ice [Pee i ech Fe oat Fe a el |e 


Se er i ee iiss ae ie Rt Rea eae ay eee ey (een es ae fe) a a Ss | 


EXPLANATION oF sians : || Sunday; 6, 7, 8, No. of the service; R Spare 


Year 
service. 


= 

ae 

No. Name. Employment. 83 
> 


ele 


Meyer Anton Pointsman |1889}1908| R 


ny ed en a ey ee Oe ye 


er SO CI I 


—}— | — | — | —— | —— J — 


yn, line or depot . 


ns 
— 
Le} 


20 


from the | to the 


| fo.) 13.|° 14.) 25.) 16.| 17. 


a TY SE SC SE EE 
5 iDays of rest and holidays. 


/ of rest; 


3 ig as 12 | 13 | WES 15 


= Half day of rest; 


Form Ct. 


Remarks. 


— — =e a es ae 
22. 28.) 24.) 25.| 26.) 27.| 28 | 29 | 30. 


Day. 


Day. 
| Christmas 


—— Holidays; ........... 


New Year. 
~ Ascension 


21.1V 


| J | | | | J | — | 
—os | —— | |} | J | | —— | — | 
— | | J | | J | — | — | — IO 


—S || | — | | | —— | —— | |! I 


— | ——— | —— J | | | | I 


7) 


24 : 


- ve, 


: ne ee ato Re eee | 6S | Sorat 


No. Name. Grade. EXPLANATION or sicns : || Sunday or general holiday ; 


1 Mercier Jules Driver LGA ES NADH le es 6 I RAS. 


es (eee) ees ee Ss Oe 


at 


Form C3, 


| u.| 15. 6. | ie 


Jumber of the service; 


ili. 


R Spare duty; — Day of rest; 


= Half day rest; 


19. | 20. | 21. | 22. | 23. | 24. | 25. | 26. | n.| 8. | 2. | 30. | 31. 


— Holidays : 


FEDERAL RAILWAYS. 


Total of days of res 


K : peuleey Date of days ¢ 
= Station, ; SE S38 
F ‘ Employment. Name. SS 1S Sp : 
5 | line or depot. “ye | sis Soret } : 
7 5 S24] January. February. March. April. May. 
(3) 
Soprano Labourer. Albertint B. | 1890 | 1908 }3|12\17/25)26) | | | | | | |} | | _]_]_j_]{_j|_]_|_]_ | 
al 
/ 


ee ee ey See =| | hf 1 fh i 


— | —_<$# =F ————— sf | —) yt — =f — J et —  —  — IT — FT — I — J — I — I — I Kd ol) a 


(!) To be filled in only for employees entitled to holidays. On the other hand, for staff employed for the greater 


part of their time, but not permanently employed, show the period of employment during the civil year, for example ; 
« from the 4st May to the 34st October », 


' 
ee ee ee eee 


| Form D. 


for 


the year... 


Annual number of days of rest 


Jt and holidays in the month of artikel ins 


Wl June. | July. | August. 


During On 


2 "9 if yy her 
September. October. | November. | December, dhe teak A sengeae. Half days. Total. 
| } 
yale *. ees ~~ eee ee ial [ed =, | 
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pee Fa |e Be el oe ee Pcs be 3 a Fy Fea he 
48 20 68 
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ee ey ee, ee Pay ee) ed SS eee, 
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The consultative committee is in parti- 
cular required to give a_ preliminary 
opinion on proposed orders for applying 
the law and also on questions which may 
result in the Federal Council giving 
judgments of general application or deci- 
sions on appeals and complaints, or to 
penal measures. 


Penalties. 


The Federal Council may punish non- 
observances of the law dealing with hours 
of duty by a fine not exceeding 500 francs, 
and not exceeding 1 000 frances if repea- 
ted. 

The punishment is incurred by the 
administration alone if the staff declare 
their withdrawal from the application of 
the Federal law. 

For infringements by the Railway Ad- 
ministration of the legal arrangements or 
of the steps taken by the Federal Railway 
Department to apply them, the above men- 
tioned penalties will be the rule. 

When the Federal Department is aware 
of non-observances of the regulations or 
of contravention of its decisions, it esta- 
blishes the facts as far as necessary, and 
after demanding an explanation from the 


Federal Railway Administration, submits, 
if necessary, to the Federal Council, pro- 
posals as to the penalty to be inflicted. 

When it is a question of infringements 
committed by olflicials of the Federal Nail- 
ways, the competent authorities of this 
administration take disciplinary action, 
either on their own initiative or at the 
request of the Federal Railway Depart- 
ment. 


Operation of the law. 
Annulment of pre-existing regulations. 


The Federal Council is responsible for 
bringing into force the law on the hours 
of duty and fixes the date for it to be put 
into operation. 

If the Federal Railway Administration 
is obliged, on account of the application 
of this law, to increase its staff, the Fede- 
ral Council may, on reasonable demand, 
grant a reasonable time to allow the law 
to be completely complied with. 

The requirements of the present law 
supersede pre-existing laws, especially 
that of 19 December 1902 dealing with the 
hours of duty in the operating depart- 
ments of transport undertakings. 


In this article we have given details of a code of laws on the application of the 
eight-hour day to the staff in the operating departments of a large railway system. 

We have limited ourselves this time to the analysis of the technical conditions under 
which the clauses of the regulations have been applied. 

In dealing with the question in this way, we have tried to bring out the methods 
arising out of the legal arrangements and the technical possibilities, especially as regards 
the rational organisation of the work, having the best use of man-power in the railway 


service as its object. 


was 2s 


( 388 1436.43) | 
The German Railways 


during the second financial year of the German Railway Company (1926) 


as. revealed in report No. 5 
of the Inspector of the German Railways to the Reparations Committee ('). 


(Revue Générale des chemins de fer, September 1927.; 


The fifth report of Mr. G. Leverve, the uary 1926-31 December 1926), as also the 
Inspector of the German Railways, to the first results of 1927. 
Reparations Commission, was published 
on the 1 June 1927, and was presented 1. — Reparations dues. 
' with the object of revealing the operat- 


; : ‘ The payments to be made as repara- 
ing results of the second financial year 


tions dues during the first vears are ar- 
of the German Railway Company (1 Jan- ranged as follows : 


First yeur : 


(1 September 1924, 31 ‘August 1925) . . . .... . . . 200 million gold marks. 
Second year : 
(isSeprember 1925.93 SAucustel 026) I= ere oo D9, == — 
Third year : 
(I September 1926, 31 August 1927). . 590 — — 
Fourth and subsequent years... .. . . Aide 000s. -— 


The pian of the experts provided for a discount of 6 % being given on the 
half-yearly payments, but by an agree- payments the Company had made in ad- 
ment made between the Railway Com- vance. 
pany and the Agent-General for Repara- This agreement expired at the end of 
tions, and approved by the Reparations the third Reparations year, i. e., on the 
Commission, monthly payments were 31 August 1927. A new agreement for 


substituted for the half-yearly payments, the fourth year has just been concluded. 


(4) For the final results of the first year, see the Revue Générale, September number 1926. See also 
Revue Générale, March 1927 number, pages 249-232 : « The German Railways in 1925-1926 ». 

It may be recalled that the first report gave the operating results of the State Railways for the first half- 
year’s working (4 October 1924 to 31 March 41925), that the second report gave those of the first year’s 
application of the Dawes plan corresponding to the first eleven months of working of the State Railways 
(1 October 1924 to 341 August 1925) (see Rulletin of the Railway Congress, December 1926 number, 
page 1111) ; that report No.3 covered the first complete financial period of the State Railways, the duration 
of which had been specially fixed for 15 months (1 October 4924 to 31 December 1925), in order that the 
subsequent financial years should coincide with the legal year ; finally that report No. 4 gave the financial 
results of the second year’s application of the Dawes plan (1 September 1925 to 31 August 1926). 
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It has been drawn up on the same lines, 
but with the rate of discount lowered 
from 6 % to 5 % and will be renewed 
from year to year provided neither of 
the parties has given three months’ notice 
to terminate it. 

The payments made up to the end of 
May 1927 on account of the third year 
amount iat the present time to a total of 
354 830 859.70 Rm., which represent, 
when the rate of exchange of the Reichs- 
mark in gold marks and the discount of 
6 % are taken into account, 360 million 
gold marks. 

During the financial year 1926, 1 Jan- 
uary to 31 December, the Company had 
to transfer first of all ‘the payments for 
the last eight months of the second repa- 
rations year, amounting nominally to 
395 million gold marks, and then 180 mil- 
lions for the first four months of the 
third year. The total, 575 million gold 
marks (equal to 87 % of the normal an- 
nuity) represents in Reichsmarks at the 
rate of exchange, a total of 574 millions 
268 965 Reichsmarks. This is the figure 
the Company shews in its accounts, In 
actual fact, the sum it paid is still less 


and only amounted to 567 205 719.07 Rm., . 


owing to the 6 % discount of which it 
benefited by payments made in advance. 
The Company has, however, shewn as 
expenditure the total of 574 268 965 Rm. 
without deducting the discount, as this 
latter is considered as revenue on ca- 
pital included in the receipts. 

The Company has been able to make 
the reparations payments in full and 
punctually, even during the crisis ithat 
marked the first half of 1926. It has 
been able to do this the more easily with 
the increased receipts noted during the 
second half of 1926 and the beginning 
of 1927. 

It is true that the annual reparations 
payements replace in the case of the 
Reichsbahn the capital charges which 
disappeared, and which would have 
been much higher than the annual pay- 


ment, as the capital expenditure of the 
German Railways has been valued at 
more than 24 milliard marks. 
Furthermore, the reparations charges 
amount to 12 % of the receipts. Prior 
to the War the receipts doubled in a 
period of eighteen years. If the same 
thing occurs in the future, ‘the propor- 
tion of reparations charges would repres- 
ent towards 1945 only about 6 % of the 
receipts, and towards the end of the con- 


cession the very low value of 3 %. With-- 


out taking into too great consideration 
any such uncertain hypotheses, these 
figures at least shew that the reparations 
charges will become lighter in the future, 
as the German Railways pursue their 
normal development. ‘ 

It should be remembered that the repa- 
rations payments are guaranteed by the 
legal reserve, as well as by the other re- 
serves the Company has formed for vari- 
ous purposes. 


Ii. — Transport tax. 


The transport tax, 10 to 16 % on 
most passenger receipts and 7 % on 
goods other than coal receipts, was col- 
lected on behalf of the State during 
the first reparations year. During the 
second, the Company paid 250 millions 
to the reparations account and the bal- 
ance of the tax to the State. 

Article 15 of the law dealing with the 
Railways laid down that, for the third 
and subsequent reparations years, the 


‘Company would pay 290 millions to the 


reparations account and the balance pro- 
duced by the tax to the State. In apply- 
ing this article, an agreement was made 
between the Agent-General for repara- 
tions payments and the Minister of Fi- 
nance with the object of obtaining more 
uniformity in the monthly payments 
made. The Company no longer pays its 
contributions to the Agent-General but 
to the Minister of Finance. The Minister, 
ignoring the actual effective product of 
the tax, pays to the Agent-General the 


lal, fail ie 
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25th of each month a fixed amount of 
22 500 000 gold marks, or 270 millions a 
year. At the end of the reparations year, 
a thirteenth payment is made including 
the surplus of the amount produced by 
the tax within, of course, the limit of 
290 millions. This arrangement does not 
prejudice the legal responsibility of the 
German Government as regards collect- 
ing the tax on itransport. 

The monthly payments made by the 
Company, corresponding to the amount 


produced by the tax, amounted, 
end of May 1927, 
lions. 


at the 
to a total of 182.3 mil- 


JIl. — Preference stocks. 


The preference stocks of ‘the German 
Railway Company, the 7 % dividend on 
which ranks after the reparations dues, 
have been issued to the value of 881 mii- 
lion gold marks to date, divided as shewn 
in tabile I. 


Taina: W, 
Face value : Cost to the 
: 3 Date (in millions | Rate of Company Subscribed 
SERIES. apaeane of gold | Preference |(jn millions Remarks. 
r marks), dividend. | of marks). 
SSNS 
] : 
Shares, the interest of 
which should go to the 
irsh seri = G = ° 5. State in accordance with 
First series Sept. 1925 500 7 fo 35.0 State. ie. Slatutee©anameraee 
were transferred direct 
3 z = a to the State. 
Second series. .} Sept. 1926 124 eee herd State. ‘ 
Third series. .} March 1926 107 T Jo Hold State. 
Fourth series June 1926 150 To 10.5 Public. Preference dividend gua- 
6A ranteed by the State. 


The State subscribed the whole of the 


first three series: towards the fourth, 
which was open to public subscription, 
the Post Office subscribed a nominal 
amount of 27.5 millions and the Ministry 
of Finance 21.5 millions, so that out of 
a total issue of 881 millions, 780 millions, 
or 88.5 %, are held by the State or Go- . 
vernment Departments. 

The report notes that this situation 
does not agree with the intentions of the 
Committee of Experts whitch attached 
_ great importance to the preference stocks 
being sold to the public. It should there- 
fore be considered as ‘a temporary arran- 
gement, and full liberty has been resery- 
ed to tthe Company to repurchase the 
stocks ceded to the State so as to issue 
them to the public. This right of repur- 
chase is assured the Company for a pe- 
riod of five years from the date of ces- 
sion at a price equal to that at which 
they were sold. 


It is to be hoped that the Company will 


~take this step as soon as the money 


market becomes favourable. Further- 
more, the Stock Exchange prices shew 
tthe favour in which these stocks are now 
held. Whereas the price of issue in June 
1926 was 95.5, the actual price is about 
105, after having reached 117. 

On the preference stocks issued public- 
ly, an amount of one million ‘has been 
reserved for subscription by the staff of 
the State Railways. In this way the Com- 
pany has made its staff interested in the 
prosperity of the undertaking. 


IV. — Credits granted the Company 
by the State 

and the financing of capital expenditure. 

The State undertook to place at the 
credit of the Company, in order to pre- 
vent work being stopped two distinct 
sums : 

A first credit of 53 313 000 mk. for the 


teal id ee 
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completion of new lines commenced 
prior to the repurchase of the railways 


from the provincial States and which 


the State had undertaken to complete; 

A second credit of 100 million marks 
for inereasing the programme of relay- 
ing, improvement in the stock and for 
a certain number of large works, amongst 
which the electrification of the lines in 
Berlin and suburbs figures for 20 mil- 
lions. 

From the first credit during the year 
1926, the Company only took 5.7 mil- 
lions. The second credit has now been 
entirely expended in agreement with the 
clause which required the works to be 
terminated by the 1 April 1927. 

Out of the balance of 100 millions, 
at 8t December, the State had paid 
58 tuillions only; subsequently it paid a 
further 22 millions, bringing the total 
to 80. The Company has not so far taken 
up the 20 millions set aside for the elec- 
trification of the Berlin dines, the special 
conditions governing this payment ap- 
pearing to it to be too onerous. 

The previous report of Mr. Leverve 
shewed that the Company had adopted 
in 1926, for financing capital expendi- 
ture, a mew policy more in conformity 
with the principles of a normal manage- 
ment. It has made provision in fact for 
the capital account of 1926 to be covered 
by two loans, whereas in 1925 it was met 
entirely by operating receipts. 

Of the two issues of preference stock 
in 1925, the first, the receipts of which 
went to the State, provided no funds 
for the Company, and from the second, 
part of which was used to liquidate an 
old debt of ithe Company, only ‘the bal- 
ance (38 millions) was brought in as 
received in January 1926. The year 
1926 therefore benefited by the first new 
capital. To this must be added the re- 
sult of the two preference stock issues 
made during the year (107 and 150 mil- 
lions), the qredilts given by the State 
on which at 31 December 1926 it had 


paid 5.7 and 58 millions, and finally vari- 
ous credits to a total of 13.3 millions sup- 
plied by the provinces or cities for certain 
works. The total thus obtained amount- 
ed to 372 millions, so that the capital 
expenditure in 1926, 408 millions, was 
covered for the most part by these loans. 


\. — Financial operating results. 


The accounts and the balance at the 
end of the financial year 1926 have been 
approved by the Administrative Council 
at its meeting of 31 May 1927. 

The receipts of the year 1926 aimount- 
ed to 4541 millions as compared with 
4669 for the corresponding period of 
1925 (that is, a reduction of 3%). The 
operating costs amounted to 3 681 mil- 
lions, a reduction of 7 % on those of 
the corresponding period of the previous 
year, which were 3975 millions. This 
reduction was made principally in the 
expenditure on equipment and coal. As 
regards equipment, this is due to there 
having been included in 1925, im ‘the 
expenditure on maintenance and rene- 
wal, certain improvements or extensions 
which ought as a matter of principle to 
have been charged to capital expendi- 
ture. As regards the cost of coal, it fell 
by 29 million marks as the result of the 
reduced consumption, and allso the lower 
cost price which latter fell from an aver- 
age of 20.25 mk. in 1925 to 18.92 mk. in 


1926. 


As regards the cost of staff, there has 
been, on the whole, an increase of about 
twelve millions over the preceding year, 
in spite of a reduction of 26 millions on 
the wages, resulting from the reduction 
in staff made in 1926. This saving was 
counter-balanced by an increase of 


ates Sah 


38 millions on the total payments for. 


pensions, administrative expenses, and 
for various other expenditures. Amongst 
the increases noted, may be quoted the 
newards and premiums the Company in- 
stituted during the last quarter of 1925, 


DI ( 
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with a view to inducing the staff to effect 
operating economies. The greater part 
of these increases are, however, outside 
the control of the Company : excessive 
pensions due to the excess staff recruit- 
ed before the Company was formed, su- 
perannuation and aid funds. If the pen- 
sions alone be considered, it will be 
found that the pensions to families, wi- 
dows and orphans and _ retired pay, 


y 


amount to 418 millions, whereas in 1913 
the corresponding expenditure was only 
114 millions. 

The operating ratio for the year 1926 
was 81.06 % against 85.56 % for the year 
1925 and 70 % pre-war (1). This ratio 
is very near the 80 % the Experts fore- 
cast in their report of March 1924. 

The excess over working expenses of 
860 millions has been allotied as follows: 


Reparations. ee aoe 574 roillions. 
Debt services and new loans. (RP a= 
Legal reserve (2 °/, of the receipts) . lekena nents sorter ate OW), Bhan?) 
Dividend on preference stocks issued eee arte ee ee ee) =f 
Reserve for amortization of operating dues and losses . . : : 70 — 
Reserve for carrying out works programme . 70 = 
Balance brought forward . 15 — 


After having met its legal obligations, 
that is to say, after paying 574 millions 
for reparations obligations, set aside 2 % 
of its receipts for the statutory reserve, 
and provided for the dividend on prefer- 
ence stocks issued, and also having 
- amply provided for the amortization ac- 
count, the State Railway Company had 
an available surplus of 85 millions, which 
it allocated in part to new orders and the 
remainder (15 millions) is carried for- 
' ward. 

If this surplus of 85 millions is added 
to the 574 millions paid as reparations, 
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reaches the limit of 500 millions. 


class railways had a coefficient of 69.92 %/o in 1942 
coefficient was 63 °/o in 1913, increased to 83 °/o in 1925 and 94 °/o in 1926 (the year of the miner’s strike). 
In Switzerland, the coefficient of the Federal Railways went from 67 ’o in 1948 to 72 °/o in 1925 and 77.79 °/o 
in 1926. In France it was 63.90 9/, in 1913, 84 °/o in 1925 and 75 %/o in 1926. 

(2) The legal reserve is obtained by paying to it 2 °/o of the gross operating receipts in accordance with 
article 25 oi the Statutes. It has risen from 143 millions at the end of the financial year 1925 to 204 mil- 
lions at the end of 1926, and was 242 millions at the 31 May last. It should continue to grow until it 


860 millions 


it will be found that by the vear 1926, 
which was a bad year, the sums the Com- 
pany should have paid as reparations 
already reached $60 millions, the normal 
annual payment. Subsequent to 1 Sep- 
tember 1927, the beginning of the fourth 
reparations year, the Company will have 
to meet the full charge, and the financial 
results obtained in 1926 make it appear 
that the Company will be able to bear it. 

On the other hand, the expenditure 
may be compared with the receipis in 
the following manner, which also brings 
out some interesting features. If it is 


(4) These coefficients may be contrasted with those of some foreign railways. In the U.S, A. the first- 
, 74 %o in 1925, and 73 % in 1926. In England the 


It will be noted that the amount of this reserve at the present time amounts to about 5 %o of the total 
receipts of the year, and that it will hardly represent more than 10 °/o when it reaches ils statutory 
maximum. This reserve therefore does not appear excessive as it is not unusual to see the receipts of 
railway companies fluctuate by over 10 °/o from one year to another. 
Company in this way fell 11 °/. during the first four months of 1926. 


The receipts of the State Railway 
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considered that the operating receipts 
amounted to 4541 millions in 365 days, 
the cost of wages and salaries represent 
161 days receipts, material 98 days, re- 
newal costs 37 days, reparations pay- 
ments 46 days, the preference dividends 
3 days, and the various reserves 20 days. 
Compared with ithe preceding year, the 
expenditure on operation and renewals 
has fallen to an extent equal to 16 days 
receipts, the operating saving increasing 
relatively thereto by the same amount. 

Up to date, ithe report gives briefly the 
first results of the year 1927, which are 
favourable. The preliminary results 
shew not only an important increase 
compared with the first month of 1926, 
which were it is true extremely bad, but 
they are ‘also better than those of 1925. 

This rise in receipts follows on the im- 
provement already visible towards the 
end of the previous year. It is due to 
the increase in goods traffic. The pas- 
senger traffic, on the other hand, remain- 
ed at exactly the same level as in 1926. 

The estimiated total nett receipts (trans- 
port tax deducted) for the first four 
months of 1927, amount to 1486 million 
Reichsmarks against 1 260 for ithe same 
period of 1926, and 1.443 in 1925 and 
shew an improvement of 18 % and 3 % 
respectively. 

The receipts of the first months of 1927 
are therefore satisfactory whilst at the 
same time the general economic situa- 
tion in Germany appears quilte clearly to 
be improving. New and heavy burdens 


are however, already in sight: the wages 


of the workmen have just been increased 
and undoubtedly will be followed by in- 
creases in the salaries of the staff: the 
expenditure on new works grows : and 


-in addition there is a strong demand for 


a revision of the rates which may result 


in a serious reduction in receipts : final- 


ly, the competition with the railways of 
other forms of transport, such as the au- 
tomobile, develops from day to day. 


For alll these reasons, the report con- 


cludes, the Company ought to follow a 
cautious policy as an excessive increase 
in its costs, on a falling off of receipts, 
would quickly make the margin of profit 
of its working disappear. 


VI. — « Verkehrs-Kredit-Bank » 
(Bank for Transportation Credit). 


The report again mentions that most 
of the available moneys of the State Rail- 
ways is deposited with the < Verkehrs- 
Kredit-Bank », which acts in fact as the 
finance department of the Company. 
These funds amounted at the 31 Decem- 
ber last to 529 millions. They have been 
deposited so far either with banks (State 
Bank, Chief Banking Companies, or Pu- 
blic Departments) on deposit, or against 
different credits, amongst which long 
dated credits for transport costs. 

In view of tthe large amount of the — 
moneys controlled in this way, many ob- 
jections have been. raised against the 
present organisation which is based, on — 
the one hand, on the requirements of the 
financial policy and the benefit to the — 
State Bank of concentrating into its hand 
all the resources of ithe State, the Provin- 
ces, and the great public services, such 
as the State Railways, so as to control the 
financial market; and on the other hand, ~ 
on the fact that the Company only draws 
part of the profits produced by its funds 
without getting, owing to the small ca- 
pital of the Bank handling them, any 
appreciable additional guarantee. 

Against this, the « Verkehrs-Kredit- 
Bank > has been of assistance to the Com- — 
pany as throughout the territory of the | 
State, it has handled all payments on 
behalf of tthe Railways and has arranged 
the payment of all dues on transport ere- 
dits, thanks to ja well developed organisa- 
tion and under conditions that would 
make it difficult to replace it. 

Negotiations have taken place between 
the State Bank and the Company with 
a view to investigating the matter. They 
resulted in the adoption of a provisional 
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arrangement which has been put in force 


experimentally until the end of the pres- 
ent year. The new organisation consists 
in leaving with the « Verkehrs-Kredit- 
Bank » the moneys necessary for its op- 
erations and to deposit the remainder 
with the <« Golddiskontbank >» which is 
closely allied to the State Bank. This 
latter is required to make such use of 
the moneys so received as to pay the 
Company a rate of interest only slightly 
lower than that received previously. 
This loss of interest is unimportant in 
comparison with the additional guaran- 
tees of security afforded by the interven- 
tion of the State Bank. Experienice will! 
prove the benefits resulting from the new 
organisation, or indicate the improve- 
ments to be made thereto. 


VII. — Staff position. 


As is well known, considerable reduc- 
tion's in the staff have been made during 
the last three years. 

The report notes that the Administra- 
tion appears to have reached the limit 
of the reductions possible, and to have 
arrived at a normal stable establishment 
of the staff. 

The staff of the State Railways, which 
in September 1926 amounted to 724 616 
employés, 317 516 staff and 407 100 work- 
men, both permanent and temporary, 
was slowly and continuously . reduced 
until February 1927 when the lowest 
figures recorded were reached : 652 617 
employes, 315 400 staff and 337 217 work- 
men. At March, whilst the staff had 
been further reduced slightly, seasonal 
work had caused an appreciable increase 
in the number of workmen, and in con- 
sequence, the total staff had risen to 
680 688 employés, 315112 staff and 
365 576 workmen. : 

In this way, the reduction of staff or- 
dered by the special decree of the 27 Oc- 
tober 1923 (« Abbau-Verordnung ») af- 


fected 328732 employés (110 796 staff 


anid 217 936 workmen). 


In spite of the staff baving been sta- 
bilised, the cost of staff appears likely 
to increase in the near future. 

The base rates of pay of the staff were 
last revised in November and December 
1924, The housing allowance has since 
been increased on the 1 April 1925 by 
10 %, and on 1 April 1926 by 5 %. In 
1927 a further increase in rents due to 
legislative enactments resulted in a pro- 
portionate increase in the housing allow- 
ance, which after an increase of 10 % 
on tthe 1 April, was raised by 10 % on 
the-1 October. The additional cost to 
the budget was 46 million marks. It is 
expected, in addition, that in the imme- 
diate future, probably before the end of 
1927, the base rates will also have to be 
increased. It is noted that in terms of 
their real value, based on the cost of liv- 
ing index, these rates have not yet reach- 
ed the level of 1913 for certain classes 
of employés. As, however, the salaries 
of the staff of the Statie Railways, follow 
generally the changes of those of the 
State, any alteration cannot be made until 
the Government has come to some defi- 
nite decision as regards its own servants. 
This probable revision of the salaries 
would mean ia heavy charge for the Stalte 
Railways as an increase of 10 % in sa- 
laries, would amount to about 150 mil- 
lions of marks a year. 

The pay of the workmen of the State 
Railways has been raised several times 
since the Company was formed. In No- 
vember 1924, when the salaries of the 
staff were revised, the rates of wages 
were raised about 9 %. The 15 March 
1925, tthe Minister of Labour ordered 
them to be increased 3 pf. an hour, and 
in September 1925, the State Railways 
itself decided to grant a further increase 
of 1 to 3 pf. an hour, according to the 
class of labour. The last revision was 
on the 20 December 1925. The increases 
were then fixed by a ruling of the Mi- 
nister of Labour at 1 or 2 pf. an hour, 
according to the rates of pay of the 


groups to which the men _ belonged, 
A legal dispute that arose between the 
Company and the Minister of Labour de- 
layed the application of this change. 
The Company considered it essenttial to 
obtain a legal decision first of all as to 
whether the order of the Minister of La- 
bour was compatible with the prescrip- 
tion of the law on Railways, which re- 
served the fixing of rates of pay to the 
Adininistrative Council and the Mana- 
gement of the Company. When the spe- 
cial Arbitration Tribunal of Leipzig, con- 
sulted on the matter, replied in the affir- 
mative on the 9 June 1926, the new regu- 
lation as to rates of pay was put into 
force as from the 1 July 1926, alump sum 
payment being made to the workmen for 
the period from the 1 January. The 
year 1926 was, as regards pay, one of 
quiet, during which the German national 
financial position continued its progres- 
sive restoration from the period of crisis. 

Since the beginning of 1927, the situa- 
tion has suddenly changed. As usual, 
the industria’ improvement led to fresh 
demands for inereased pay. These de- 
mands were general, and the State Rail- 
ways like most undertakings, was also 
affected by the agitation which concern- 
ed however. more especially the mines 
and steel industry. 

An arbitration award of the 8 April 
1927, the Minister of Labour confirmed 
and ordered to be put into operation 
laid down that: 1. The base rates of 
workmen of 24 years age shall be raised 
4 pf. an hour, and those of female work- 
ers 3 pf. for the period 1 April to 1 Oc- 


tober; 2. the wages of all workmen over 
24 years age shall be raised an additional 
1 pf. per hour as from the 1 October 
1927; 3. the over-time worked above the 
48 hours of the regular week shall be 
paid, the first three by a special payment 
of 15 % of the normal rate and the next 
three by one of 25 %; 4. the increase of 
pay per day worked, for workmen who 
work by shifts, shall be raised from 15 
to 27 pf. As the award cannot be de- 
nounced by either party before the 
31 March 1928, the stability of wages is 
assured until that time under fixed con- 
ditions. 

This decision was completed by an 
agreement as to the hours of duty, which 


at present only applies to the shopmen 
and permanent-way men. This agree- 


ment had the effect of reducing the re- 
gular 9 hours’ day and 54 hours’ week 
to 8 hours a day and 48 hours a week. 
It lowered, in consequence, the limit 
above which over-time had to be paid. 

The State Railways estimate the addi- 
tional cost due to these decisions on the 
increase of wages and the reduction of 
hours of work at 75 million marks a year, 
and at 50 millions for the period 1 April 
to the 31 December 1927. 


VIII. — Traffic. 
A. — Passenger traffic. 
The decline in passenger traffic, to 
which attention has already been called 
in the previous report, continued during 


' the whole of the year 1926. 


The final statistics give the figures 
shewn in table 2. 


TABLE 2. 


metres (in miles’ 


Average distance carried, in Hed 


aT c—___ x 
i 1926 


(in thousands), 


Passengers carried... 0... | 1 s19 12 2 106 278 — 13.62 
Passenger-kilometres..... 2... 42 922 387 
(Passenger-miles)........... (26 674 227) (30 416 849) tie 


23.59 (14.66) 


Change 
in relation to 1925 
(as a percentage). 


1925 


| 

(in thousands’, | 
48 950 273 e 
\ 


23.24 (14.44) 


. 
. 
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If, however, the 1926 figures are com- 
pared with those for 1913 (the system 
limited to its present boundaries) an in- 
crease of 15.4 % in the number of pas- 
sengers carried and of 17.3 % in the num- 
ber of passenger -kilometres will be 
noted. 

As regards the passenger traffic dur- 
ing the first months of 1927, the position 
remained at the same level as the previ- 
ous year : the provisional receipts how- 
ever shew a slight increase over ithose 
of 1926. 

The total receipts from passenger and 


1 320 millions, a reduction of 7.7 % on 
the 1925 figures, in spite of the passenger 
rates having been raised 10 % on the 
1 May 1925. In relation to 1913, how- 
ever, the receipts increased 46 %. This 
increase is due in part to the growth of 
traffic, and in part to the increases in 
rates applied since the war. The in- 
crease in receipts remains, however, be- 
low the increase in rates owing to the 
greater proportion of journeys at reduc- 
ed fares anid to the increase in the num- 
ber of passengers travelling by lower 
classes : table 3 brings these facts out. 


parcels traffic in 1926 amounted to 
TABLE 3. 
cate ee : Passenger-kilometres, 
id Receipts. | Passengers carried. | Greece 
1913 : 1925 | 1926 | 1913 | 1925 | 1926 | 1918 | 1925 | 1926 
MSTECIASSe ay wekat tegen ocoes tek 2.88] 1.48} 41.457 0.43] 0.04} 0.04] 0.90] 0.389] 0.40 
(0.56)| (0.24)| (0.25) 
COCR et eee ean ee etbLOnl 3 OOniet 2-455) a1 alee oleae este 7083) aut. com|eEO.O4 
(6.26)| (4.49)| (4.06) 
C1Ra Soe ee ee a ee ee roe 45.10 | 39.24 | 38.415 | 44.99 | 32.81 | 32.99 | 44.30 | 34.30 | 33.58 
(27.53)|(21.34)|(20.87)}} 
AT gemma ohana, sod Sexes see 34.87 | 45.62 | 47.95 | 50.29 | 641.84 | 62.06 } 44.74 | 58.08 | 59.48 
(27.78) |(36.09)| (36.96) 


The average passenger journey shews 
a slight increase from year to year: it 
was 22.75 km. (14.14 miles) in 1924, 
23:24 km. (14.44 miles) in 1925, and 
23.59 km. (14.66 miles) in 1926. 

Although a number of trains were 
taken off, the number of passenger-kilo- 
metres in 1926 slightly increased above 
that of 1925, although it remained appre- 
ciably lower ‘than in 1913 as is shewn 
in table 4. 

These figures shew that the German 
railways at the present time carry, 
although fewer train-kilometres are run, 
a greater number of passengers than be- 
fore the war. A better use of the stock, 
an increase in the seats occupied on the 
trains and in the number of passengers 


carried per vehicle axle are revealed. 
In this way since the war, in Germany 
as in the other countries, steps have had 
to be taken to get more economical op- 
erating results, whilst at the same time 
the public has been induced to travel 
more often by the provision of new faci- 
lities. 

The time-tables were improved in 1926 


as regards both the internal and the in- 


ternational services (new express train 
between Berlin and Frankfort-on-Main 
with connections for Basle, a new ex- 
press train between Basle and Hamburg 
with connections with Scandinavia, and 
finally the Nord Express between Paris, 
Berlin and Warsaw with connections 
with Vladivostock). 
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The working speed of the express 
trains was again increased in 1926 (see 
table 5). 

The Company has put into operation 
special trains at reduced rates for sum- 
mer and winter holiday seasons, and has 
increased the time during which return 


tickets for Sunday excursions are avail- 
able, A new system of telephoning with 
trains whilst running was made available 
for passengers in January 1925 on two 
trains between Berlin and Hamburg. The 
Company intends to extend this « Zug- 
telefonie » to eighteen of its main lines. 


TABLE 4. 


Number of passengers per vehicle-axle. . .. . 


Use of seating (as a percentage). ....... 


Receipts including luggage (in millions)... . 


1926 1926 
OPERATING RESULTS. 1913 1925 1926 compared | compared 
with 1913 with 1925 
{ 
| 
| Train-kilometres (train-miles) [in millions] . . 420 327 346 — 18 %,.|} + 6 %%o 
(261) (203) (245) 
| ' 
| 
Axle-kilometres (axle-miles) of passenger- | 7 952 7 578 7 494 ES al 
| carrying vehicles (in millions). ...... . { (4 941) (4 709) (4 655) x 2 


Passenger-kilometres (passenger miles) [in | 36599 48 950 42 922 
Wen gi Wee Meng Me che elk | (22 742) | (80 417) | (26 671) 


+ 17 fo | — 12 Jo 

LG i ES 5.9| + 28/.|— 9 oJ} 

25.7 33.4 30.4 | +47 Jo | — 10 Jo 
904| 1431 | 1320 | +4 46o/.]— 8 J9| 


TABLE 5. 
Average speed of express trains, Speed of the fastest trains, 
in kilometres (in miles). in kilometres (in miles). 
SECTION. 

1925 1926 ; 1925 1926 
Berlin-Frankfort....... 56.0 (34.8) 64.9 (38.5) 60.5 (37.6) 72.3 (44.9) 
Berlin-Cologne via Essen. . . 64.4 (38.2) 62.7 (39.0) 72.4 (44.8) 73.0 (45.4) 
Berlin-Hamburg ....... 66.3 (44.2). 69.7 (43.3) 77.9 (48.4) 82.0 (51.0) 


The passenger rates have not been 
altered since the last increase of the 
standard tariffs on the 1 May 1925. A re- 
duction of 25 % for foreign visitors to 
the German Fairs has been granted how- 
ever, and certain arrangements in force 
for journeys at reduced rates have been 
revised on more generous terms. 

In 1926, the average receipt per pas- 
senger-kilometre was 3.75 pf. (6.53 pf. 
per passenger-mile) for travellers at full 


rates, an increase of 38.4 % on 1913 : for 
journeys at special reduced rates the re- 
ceipt was 1.56 pf. (2.51 pf.), or an in- 
crease of only 21.9 %. As a whole, the 
average receipt has risen from 2.97 pf. 
per passenger-kilometre (4.78 pf. per pas- 
senger-mile) and, including luggage and 
accessory receipts, to 3.08 pf. (4.96 pf.), 
an increase of 24.7 % on 1913. 

If the tax be included, the price per 
passenger-kilometre for the whole of the 
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journeys at full rates and journeys at 
reduced rates in 1926 was about 36 % 
higher than before the war. This in- 
cnease does not seem excessive if ac- 
count is taken of the fact that the cost 


of living index established by the Sta-- 


tistical Office of the State has risen, 
on an average, in 1926, to 141.2 (1913 
== SD 

The reporter again notes the much 
used fourth class is found, even on long 
distance trains, and that the rates for 
this fourth class are considerably less 
than the price of third class in most 
other European countries. The fourth 
class only exists in Germany and Poland; 
most other countries have three classes 
of passengers. In England, in practice, 
there are only two classes, and in the 
United States one, with, in addition, the 
special accommodation given by the 
Pullman cars. 


Competition with the railways. — The 
report considers that the decline in pas- 
senger traffic, independently of fluctuat- 
ing economic conditions, is due ito the 
competition of other forms of transport, 
and in particular to the automobile. 
This is proved, the same causes else- 
where producing the same results, by the 
fact that the falling off is not peculiar 
to the German Railways, but is a general 
phenomenon found also markedly in 
England, Belgium, France, Spain, Nor- 
way, and especially in the United States 
where the passenger traffic, which in- 
creased from 1914 to 1920, has since 
steadily fallen off as the result of this 
competition. This drop is especially 
noticeable in the Southern and Western 
States, where the traffic on the roads, 
not yet being congested, lends itself more 
easily to further increases in motor 
transport. The decline in passenger traf- 
fic in these States amounted to 37 % as 
compared with 1920. 

In Germany, although the number of 
motor vehicles increased from 153 000 in 
1923 to 308 000 in 1926, 7. e., it more than 


doubled in three years, it must not be 
forgotten that the proportion of motor 
vehicles to the population is only one 
per 211 inhabitants, whereas it is 1 in 74 
in Sweden, 1 in 54 in France, 1 in 49 in 
England, and 1 in 6 in the United States. 

-A considerable development of motor 
transport is therefore to be expected in 
Germany, which will take further traffic 
from the railways. 

This competition was considered in 
great detail in the preceding report. 
The present report gives some additional 
information. 


a) Motor vehicle services. — Motor 
services for the public conveyance of 
passengers continue to develop. The 
Post Office ‘takes first place in these ser- 
vices : at the 1 Apri! 1927, it had 1504 
services in operation over a total length 
of 26 800 km. (16 650 miles), and carried 
in the period January-November 1926, 
23.1 million passengers. In addition to 
passengers, the Post carries express par- 
cels which may exceed 100 kgr. (220 Ib.) 
in weight. With such a widespread op- 
eration, it is clear tthat in certain in- 
stances the Post will be in competition 
with the railways. Such a position re- 
sults in losses of receipts and in supple- 
mentary expenditure for both undertak- 
ings, and is not at all in the public in- 
terest. The Post Office also complains 
of its financial difficulties and foresha- 
dows a considerable increase of rates in 
the near future. It is therefore to be 
hoped that the negotiations between the 
State Railways and the Post Office to 
put an end to this competition will short- 
ly result in an agreement reasonably de- 
limiting the sphere reserved to each of 
the two undertakings. 

In addition to the Post Office automo- 
bile services, a large number is operated 
by private companies which carry both 
goods and passengers. | : 

In order also to do away with this 
competition between these private com- 
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panies and the railways, and to co-ordi- 
nate transport by rail and road, the old 
« Reichsbahn >» concluded in March 1924 
an agreement with the « Kraftverkehr 
Deutschland G. m. b. H. >» which includ- 
ed seventeen of the most important mo- 
tor transport companies. 

The agreement has not given very sa- 
tisfactory results : first of all, it was not 
possible to completely suppress the coim- 
petition of certain transport companies, 
and secondiy in the services operated 
jointly, the private companies charged 
the Company too high rates for material 
carried on its behalf. The Reichsbahn 
was obliged to nominate a Commission 
to consider generally the position the 
Company should take in face of the com- 
petition of road motor transport com- 
panies. 


b) Aviation. — The growth of air 
transport services in Germany is shewn 
by the figures of table 6 which give the 
comparative results for 1925 and 1926. 

This table brings out, as regards pas- 
senger traffic, a reduction in the average 
journey, which shews the tendency to 
use air services for relatively short jour- 
neys. 

For these journeys especially, the price 
of journeys by aircraft have recently 
been reduced : at the present time, the 
journey Berlin-Leipzig costs 24 mk. first 
class by express train, and 25 mk. by air, 
and for the Berlin-Breslau journey, 
42.40 mk. first class by rail, and 40 mk. 
by air. Generally speaking, on the air 
routes through Berlin, the time taken by 
air is 60 % ‘ess than by train and the 
cost 15 % more than by first class by the 
same trains. 


TABLE 6. 


Kilometres (miles) flown 
Passengers carried 
Passenger-kilometres (passenger-miles) 


Average passenger Journey (kilometres [miles]) . 


Tonnage carried, in metric (English) | goods . 
{0} oS Pea rma oar SMM ee Oy a post. . 


Ton-kilometres (ton-miles) 


. 524 (543) 


178 328 (109 060)}298 067 (182 288) 


In 1926 


| compared with 


4.949 661 
(3 075 642) 


55 185 


10 603 035 
(6 558 550) 


192 (119) 


6 144 479 
(3 816 247) 


82 932 


14 165 606 
(8 802 269) 


170 (406) 
1 036 (4 020) 
535 (527) 


+ 24 Jo 
+ 50 °Jo 
+ 33.6 /o 
— 11 FJ 
+ 99 oJ. 
+ 86 Jo 
+ 67 Jo 


287 (282) 


It has been announced that this sum- 
mer, the total number of kilometres 
flown daily in the two directions by the 
regular air services will be 57000 km. 
(35 400 miles) which means an increase 
of 50 % over the length flown in 1926. 
In particular, a development of the ser- 
vices to the most important seaside and 
watering places is expected. 


There is no doubt that civilian aviation 


in Germany would not have shewn these 
results had it not been for the subsidies 
given by the State, Provinces, communes 
and various corporations. It is also, the 
case that the working aviation costs are 


diminishing considerably from year to. 


year as a result of the technical progress 
being made. 
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The report estimates that the compe- 
tition of aircraft for passenger traffic, 
and also to some extent for certain 
classes of goods, will increase in extent. 
The State Railway Company has, how- 
ever, not tried to oppose the develop- 
ment of flying: on the contrary, consi- 
dering the general utility of the traffic, 
it has made agreements with the « Luft- 
hansa >» which operates all tthe German 
air lines, in order to co-ordinate rail 
and air transport. The « Mitteleuro- 
paische Reisebur6é » has been authorised 
to issue special books of tickets for com- 
bined journeys by rail and air. In addi- 
tion, passengers by. aircraft can send 
their luggage by railway without being 
obliged to buy a passenger ticket from 
the Company; the rate applied in this 
case is that for express parcels, and is 
slightly higher than ‘the luggage rate. 

As regards goods traffic, the Company 
and the « Lufthansa » have recently 
made a very interesting agreement for 
the combined transport by rail and air. 


According to this agreement, goods will 
be carried over the State Railway Com- 
pany’s lines as express parcels on pro- 
duction of an air service carriage note. 
The various forms for the journey by rail 
will be made out by the despatching sta- 
tion on behalf of the « Lufthansa >», so 
that the Company will only be respon- 
sible to the < Lufthansa >. 


c) Transportation services in Berlin. 
— The report sets out the reasons upon 
which the Management decided to elec- 
trify the Berlin City (Stadtbahn) and 
suburban system. 

It was, in particular, necessary for the 
Company to retain a traffic being lost 
day by day to other means of transport : 
trams, metropolitan, and the buses. Sub- 
sequent to 1913, whereas the traffic fell 
off progressively on the Company’s rail- 
ways, it increased on the trams and 
buses. Table 7 shews the number of pas- 
sengers carried by the different systems 
(in millions of passengers). 


TABLE 7. 


City 
and suburban 
railways. 


ROA Sieetese cs boas Wiaweity ee es 395.0 
LOO eas case siin oe 643.0 
NOSE a eee et aig Salama a 473.8 
SEPA Rae GO, aoe 424.7 
1926 eter pal eR 5.75 370.6 


Trams. Metropolitan. Buses. 


652.0 73.0 ie | 
286.0 a 1670 23.0 | 
528.1 182.9 47.0 | 
768.4 172.2 76.9 
813.4 162.9 112.9 


The falling off in tthe State Railway 
Company’s traffic continued during the 
first months of 1927; for the January- 
March period, the reduction, as compar- 
ed with the preceding year, in the pas- 
sengers carried recorded was 3.5 %; 
against this, on the trams the number 
increased about 8 % and on ‘the buses 
about 36 %. 


The increase in traffic on the trams, 
Metropolitan, and buses is chiefly due to 
the Companies having extended their 
systems since the end of the War, and 
at the same time improving both their 
operating methods and their rolling 
stock. 

It is reasonable to think that the elec- 
trification of the Berlin City suburban 


lines, which should be completed in 
1928, will remove the inferior conditions 
on the Company’s lines as compared 
with those of its competitors, and that it 
will ensure to the State Railway a part 
of the expected future development of 
traffic. 

The traffic position on the State lines 
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is affected by the rates in force on the 
competitive services. The report gives 
some details of the standard rates these 
undertakings put into force the 15 March 
1927. 

Prior to that date, the price in pfennigs 
for a single journey inside Berlin was 
that given in table 8. 


TABLE 8. 


City Railway 


Metropolitan 


| 
Trams, Buses, | 
2nd class. 3rd class. 2nd class. 3rd class. one class. one cluss. 
Short journey ...... 25 15 20 15 45 45 
Long journey ...... 25 15 30 15 15 20 | 


The new tariff has a uniform fare of 
20 pf. for the Metropolitan, trams and 
buses: the difference in price between 
short and long journeys has been abolish- 
ed, as has the difference between second 
and third class in the Metropolitan. This 
single tariff includes transfer journey by 
the Metropolitan and the trams and vice 
versa. 

The price of a monthly season ticket 
on the Metropolitan, formerly 16 mk. for 
second class and 11 mk. for third, has 
been made 10 mk.: in addition, season 
tickets for combined journey by Metro- 
politan and trams have been introduced. 

It was hoped that the introduction of 
the single rate would result in a definite 
increase in traffic by the Metropolitan 
and the buses. According to press re- 
ports on the first results of the new rates, 
this is what happened. The City of Ber- 
lin had asked the State Railway to take 
part in the traffic re-arrangement by ap- 
plying to the City Railway the single fare 
and single class, but the Company felt it 


could not meet the City’s wishes, as - 


owing to the particular character of its 
operation, especially as regards the sub- 
urban lines, the proposals would have 
profited neither itself nor the public. 
As the single rate on the transport com- 


panies in the City of Berlin only came 
into force the 18 March last, it is still 
impossible to judge definitely the con- 
sequences the changes have had on the 
State Railway Company’s lines. How- 
ever, from observations made so far, it 
appears that the difference of price be- 
tween the 15 pf. of the City Railway and 
the uniform fare of 20 pf. of the systems 
has not brought back to the Company, 
to any appreciable extent, the traffic 
lost during recent years. During the 
month of April, the State Railway’s traf- 
fic shewed a decline of 8 % as compared 
with that the previous year: the num- 
ber of second class passengers, which it 
was thought would increase as ia result 
of the abolition of the second class on 
the Metropolitan, fell off still more. It 
is therefore possible that the Company, 
in order to recover the traffic lost to 
other means of transport, may be obliged 
to make certain alterations in tthe rates 
in force on its city and suburban lines. 
B. — Goods traffic. 

The report published the comparative 
figures of the goods traffic in 1925 and 
1926 (see table 9). 

The traffic in 1926, the conditions of 
which were unfavourable during the 
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first months (reduction of 3 % as com- 
pared with 1925 for the January-August 
period) for the whole year, shewed a 
growth on that of the previous year. 
This increase was principally due to the 
miners’ strike in England and the di- 
rect and indirect effect it had on Ger- 
the 


months of the year. Not only did the 
coal mined exceed the pre-war quantity 
and the value of the excess of export coal 
over imported amount ito 805 million 
marks, against 238 in the preceding year, 
but the steel industry was fully employ- 
ed owing to the cessation of English ex- 


man commerce during last six ports. 
TABLE 9. 
————eoeeeoeeeeeeoeeeeeeeoeeeeeeeeeeeeEeeeeEeEeEeEeEeEeEeEeEEEEEoU)lEoEIEyE——————— ee, 
=: Year 1926 Year 1925 Year 1926 
(in thousands), (in thousands). compared with 1925 

Ce  ————————E—E———E—————EE———————————_——_——— 

Metric (English) tons carried . 381 868 (375 837) 373 009 (367 148) + 2.38 /o 

Ton-kilometres (ton-miles) . . [59 016 334 (36 092 518)|55 965 403 (34 226 665) + 5.45 °/5 

Average distance hauled (in ki- 

lometres [in miles]).... . 454.55 (96.03) 150.04 (93.23) + 3.0 Fo 


_————— 


The increase in ton-kilometres is 
14.7 % compared with 1913, for the sys- 
tem limited to its present boundaries. 


The number of wagons loaded, per 


day worked, has reached during the 
third week of November, the highest fig- 
ure since the Company was formed: 
169676 wagons, with an increase of 
69 338 units on the corresponding num- 
ber of the first week of the year. Whilst 
the improvement of traffic in 1926 was 
clearly visible, the total goods receipts, 
amounting to 2 831 million marks, were 
less by 1.3 % than those of 1925. The 
apparent contradiction is explained by 
the considerable increase in the coal car- 
ried, the tariffs for which are relatively 
low. Compared with the receipts for 1913 


for the system limited to its present 


boundaries, the 1926 receipts shew a 
growth of 46.8 %. 

The provisional receipts for the first 
four months of 1927 shew an average in- 
crease of 27.9 % on those for the same 
months of 1926: they are also higher 
than those of 1925. 


In view of the exceptional importance | 


of thie’ coal traffic in 1926, the report con- 
siders separately the traffic statistics for 
coal and for other merchandise. 


The comparison of coal carried in 1925 
and 1926 is given in table 10. 

In 1926, there was, as compared with 
1925, a surplus of tonnage carried of 
17 million tons. This increase appears 
to have been entirely due to the English 
miners’ strike. The gain made by the 
Company through the increased quantity 


of coal carried is estimated at 92 mil- 


lions. 

Table 11 compares the general goods 
other than coal carried in 1925 and in 
1926. 

If the carriage of coal is excluded, the 
falling off of traffic in ton-kilometres was, 
in 1926, as compared with 1925, about 
9 %, and for the January-May period the 
reduction was about 20 %. 

The favourable growth of traffic after 
the summer of 1926 resulted in an in- 
crease in the number of ton-kilometres 
as compared with 1925. Table 12 gives, 
as regards this, some statistics for goods 
trains, excluding service trains, for 1913, 
1925 and 1926. 

It will be noted that the number of 
goods train-kilometres fell in 1926, com- 
pared with pre-war, by 9.3 %, whilst 
the number of ton-kilometres increased 
5.45 %. This result shews the progress 


es Peas 


= 
%, 


sey tie 


made by the Company in its operating © the increased capacity of the wagons. 


methods, whereby it has been able to in- | Whereas before the war, the normal type 
crease its capacity and reduce its operat- of wagon was that of 10 tons, the pres- 
ing cost. Amongst the principal meas- ent type is 15 tons, and steps are being 
ures taken for this purpose must be men- — taken to build, for the transport of heavy 
tioned : increase in the power of the material, 60-ton wagons, the use of which 


locomotives, introduction of continuous will more than double the working capa- 
brakes on goods trains, and especially city of the lines. 


TABLE 10. 


Metric Ton- Average — | Average receipt Total 

= (English) tons} kilometres i metri¢ ton-kilometre Sele 
| carried | (ton-miles) | jn\Gomares) | tonmilel |on 1 oonmar 
| (in thousands), | (iu thousands). {in miles]. (in pfennigs). in 1 000 marks). 
| | | 
TdOR ere eae nk ee 161 400 25 975 827 160.94 3.42 Pe 
| (158 $50) | (15 885 992) | (400.00) (510) | 810.359 
| 1055. oo { 144 392 19 567 879 135 52 3.67 1 18 595 
| P pene i ee eee died wo ay ig toi (84.24) (I, pee Pts 

1926 compared with 1925 . . | + 44.8 Jo | + 32.7% | + 418.8 6 | — 15.0 %/ | + 12.8 Jo 
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Metric Ton- Sl 8 Receipts pe . 

ae ; journey per ‘Apts per Total 
ss (English) kilometres metric ton | ton-kilometre eee 
tons carried | (ton-miles) | inkilometres |(per ton-mile) Recounts 


(in thousands). | (in thousands), Neg hes a (in pfennigs). (in 1 000 marks). 
i l 
Pitccaues ae eae ( 220468 | 38040507 | 149.86 5.14 , 
/ (216 986) | (20 206 526) | (98.12) (9:39) {1.896 000 
pte Bam Wok ee Ce | 2286417 | 36397524 | 159.20 5.58 ; 
eee ) (225 006) | (22259591) | (98.92) (9.12) ; Gea 
| 1926 compared with 1925. . . | — 3.65/65 — 9.2 Jo — 5.8% | + 2.9 J | — 6.7 %Jo 
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1926 1926 
1913 1925 1926 compared compared 
with 1913 With 1925 
I 
| 
Goods traiu-kilometres (train- ! 244 600 206 680 218 993 | 
miles) in thousands, . . . . 1 (450 126) | © (128 427) (136 078) — 9.3 Jo + 5.9 Jo 


17 812.000 | 15570977 | 16 998 082 


ty and loaded 
empty and loaded wagons Ni 4 aaaipeaits (9 655 531) | (10 562 309) | — 4.6 Jo | + 9,2 of, 


Axle-kilometres (axle-miles) of 
SD OUSRO OS smc fy nate te nels ; 


LCA ens ahi er, ae eee 1083 96 719 


Average number of axles per | 


+ 8.2 %/o + 4.0 9/4 
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IX. — Rates policy. 


With regard to the rates, the Company 
has continued its former rates policy : 
the normal rates have not so far been 
altered, but reductions have been made 
by meams of special rates so as to develop 
the traffic as well as ‘to assist the na- 
tional economical position. 


A. — Special rates. 


Most of these are for coal. The object 
of certain of them was to allow Upper 
Silesia coal to be carried under the same 
conditions as that from Westphalia and 
the Rhine, others to help the export of 
the former to Central Europe, the latter 
to France, Luxembourg cr Italy via Basie, 
and both towards the German coast. 

For all the lines inside the German 
land frontiers there are special through 
transit rates to the number of 60. The 
level of these rates is, in general adjusted 
to that of the foreign competing lines. 

As regards international rates, on the 
1 April 1927 a new ‘through tariff be- 
tween Germany and Czecho-Slovakia 
came into force, and on 1 May 1927 a 
new through tariff between Germany 
anid Belgium. In addition, direct transit 
rates have been fixed for traffic through 
Germany between the Scandinavian 
countries and Jugo-Slavia, between Po- 
land and Bulgaria, and between Poland, 
on the one hand, and Czecho-Slovakia, 
Austria, Hungary, Switzerland, Italy,Ru- 
mania and Jugo-Slavia, on the other. 

The whole of these tariff measures has, 
however, not had any great effect on the 
average receipts of the State Railways. 
The receipts of goods traffic was 4.92 pf. 
per ton-kilometre (8.04 pf. per English 
ton-mile) in 1925 and fell to 4.59 pf. 


(7.51 pf.) in 1926, but this reduction was 


above all due to the exceptional increase 
in the coal carried. If the transport tax 
be taken into account, the average charge 
per ton-kilometre paid in 1926 is 35 % 
higher than in 1913: this increase was 
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44 % in 1925. It must always be remem- 
bered that coal alone benefited by a re- 
duction of the charge per ton-kilometre, 
as for all the other traffic an increase in 
the. charge per ton-kilometre of 2.5 % 
will be noted as compared with 1925. 


B. — Possible revision of the normal rates. 


Mr. Leverve’s report gives details of 
the proposed revision of the normal 


rates, which is now being considered in 
commercial and industrial circles. 

The system of normal rates in opera- 
tion in Germany resulting from the revi- 
sion of 1920 was based on the following 
principles : 


a) To assist long distance traffic by 
replacing the pre-war kilometric rates 
by a system of rates which decreased as 
the distance increased. The result was 
a relative reduction in the carriage 
charges for long distances which was bal- 
anced by an increase in these charges 
for short distances. It should be point- 
ed out, however, that the lowering of the 
rates ‘is not so marked in Germany ‘as in 
the other countries in general, whilst the 
carriage charges for short distances are 
relatively higher. 

b) Fix rates more favourable to raw 
materials, the supply of which offered 
particular difficulties immediately after 
the war, and against this, increase the 
rates on finished goods. To do this, the 
pre-war horizontal grading of the rates, 
that is to say, according to the class of 
goods, was altered by increasing the base 
rates of the higher classes of goods, and 
by lowering those of the lower classes. 
The difference between the rates of the 
two extreme classes which was 61.4 % 
in 1913, has been increased to 74 %. 


In addition, the gradation of the dis- 
patch charge for the usual classes has 
been abolished, and the charge which, 
prior to the war, increased with the dis- 
tance, has been fixed iat ithe same amount 
for all distances, which represents a fur- 
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ther increase in carriage charges for 
short journeys. 

This method no longer seems to be in 
complete agreement with the alterations 
the stabilisation of the mark has caused 
in the financial position of Germany. 
With the clearing up of the railway po- 
sition, the Company considered towards 
the end of 1924 the time had arrived to 
appoint a Commission to consider the 
revision of the rates system. This Com- 
mission had to examine the alterations 
to be made to the rates system in force, 
as well as the horizontal gradation with- 
out, however, considering the question 
of the level of ‘the tariffs. The mew sys- 
tem resulting from the revision should 
produce the same monetary return as the 
old one. 


The Commission presented its report 
towards the end of 1925: 


a) The vertical gradation of the tariffs, 
that is to say, their reduction depending 
on the distance, should not be altered; 

b) The horizontal gradation should be 
altered so as to lessen and equalise, as 
much as possible, the differences in 
price between two succeeding rates. 
Two new classes should be inserted in 
the existing six. The increase in the 
number of classes would allow the tta- 
riffs to be applied to be better graded 
according to the value of the goods, whilst 
by reducing the number of special rates 
it would make it easier and also less 
costly to the Company to grant special 
reduced rates for certain classes of mer- 
chandise. There would be a reduction 
in the base rates for the first three clas- 
sifications which would reduce the 
transport rates for the most valuable 
goods, especially finished products, and 
this) reduction would be made good by 
a slight increase for the last but one 
class, which includes nearly hallf the 
traffic at normal rates; 

c) The expedition tax for each class 
would remain the same for all distances; 


d) The increase applied to the prin- - 


cipal class of 15 tons to get the rate of 
the classification for 10 tons woulld have 
to be reduced. As compensation, the 
percentage increase for the 5-ton classi- 
fication would have to be raised, 


As a result of the increase in the car- 
rying capacity of wagons, the carriage 
charges on the principal classes of goods, 
which before the War were based on 
10-ton loads have been based on 15-ton 
loads : two secondary classes have been 
made for 10-ton and 5-ton loads; the sec- 
ond class for 5 tons alone existed before 
the war. 

The Commission also proposed the re- 
duction in the carriage charges for fast 
traffic by complete wagon load and the 
suppression of certain supplementary 
charges. 

The proposed revision of the normal 
rates was discussed by the Permanent 
Tariff Commission at its meeting of the 
20 January 1927 at Garmisch, at which 
the increase of class E rates and of the 
rates on 5-ton loads was strongly criti- 
cised. It was in the end decided to no- 
minate a Committee to investigate the 
question and prepare its proposals for 
the next meeting of the Commission in 
June. 


X.— Canals and navigable waters. 


The preceding report gave particulars 
of the large programme for the construc- 
tion of canals and the improvement in 
navigable waterways. The present re- 
port shews that this programme would 
be completed in ten years and would in- 
volve a total expenditure of 650 million 
marks to be supplied by the State, to 
which must be added the 200 millions 
from the Provinces. However a growing 
opposition has revealed itself against this 
programme. 

Realising the importance of the canal 
question, the Company was led last year 
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to request the Minister of Transport that 
it should be consulted during the preli- 
minary discussions and be allowed to 
present its objections before the con- 
struction of any new canal was decided 
upon. During the negotiations that re- 
sulted, the Company brought out all the 
disadvantages that the completion of the 
vast programme would present, not only 
as regards its financial position, but also 
as regards that of the country. In parti- 
cular, as regards the construction of the 
Hansa-Kanal and of the Aix-la-Chapelle 
to the Rhine canal intended to help the 
transport of coal from the Ruhr anid Aix- 
la-Chapelle coalfields, the Company 
shewed by detailed reports that, owing 
to its transportation capacity in the dis- 
tricts concerned, without extension, it 
could move all the traffic that would go 
to the canals and at rates as favourable 
as those that would be given by the new 
canals. 

In reply to the negotiations, the Com- 
pany was asked to undertake for ever to 
give the same favourable rates as the pro- 
jected canals would have offered, taking 
into account the total cost of construc- 
tion, that is to say, including interest and 
amortization of the capital cost. 

The Company considers, that general- 
ly speaking, it is able to carry goods 
under the same rattes as the canalls, but 
that obviously it could not bind itself 
beforehand to grant particular rates for 
certain traffic conditions unless it had 
proof that for these conditions there was 
a real possibility of water transport. 
As a matter of fact, the tariff policy of 
the Company has to be determined, not 
only by taking into account the needs of 
one or other part of the country, but also 
by its own financial position, which 
cannot be foretold for any length of 
time. On the other hand, if the Com- 
pany had to grant a reduced tariff to 
any particular district to prevent a canal 
being built, the result would be to give 
this district a special advantage which 


would not be in agreement with the rule 
of equal treatment that the Company had 
to follow in its operation, and would ex- 
pose it to strong claims from other parts 
of Germany. It is not easy to see how it 
could meet such claims without serious- 
ly affecting its receipts. 

These points shewed the danger of par- 
ticular agreements such as those the 
Company was asked to give, not only as 
regards the Company’s financial posi- 
tion, but also as regards the interest of 
the country as a whole. It therefore ap- 
peared preferable to consider the prob- 
Jem from a different point of view and 
separately from the tariff question. By 
continuing to develop the State Rail- 
ways’ equipment, by perfecting its tech- 
nical methods of operation, thie carrying 
capacity of the Railways will be increas- 
ed and cost reduced: this will enable 
the carriage charges to be reduced. In 
this way, the advantages expected from 
the construction of waterways, always 
very costly, will be obtained at less cost. 


XJ. — Ways and Works 


ns Safety appliances. 


In 1926, the Company spent on rene- 
wals, extension and improvements of the 
signalling and various safety appliances, 
telephones, etc., about 26 700 000 Reichs- 
mark, of which 19 270000 were charged 
to revenue and 7430000 to capital. 
These sums do not include the cost of 
ordinary maintenance nor that of safety 
works provided when building new lines 
or stations. 

The State Railways has put into ser- 
vice the automatic block system with 
track circuiting, using monophase alter- 


nating current on the Berlin-Lichterfel- 


de-Ost line worked by electric traction. 
It is installing the same system on the 
City Railway crossing the City of Berlin 
between the Silesia and Charlottenburg 
stations. 
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B. — Maintenance and renewal of the track. 


Renewals and ordinary maintenance 
of the track in 1926 cost a total of about 
449 million marks, 251 for material and 
198 for wages. Part of this expenditure 
was covered by a grant of 30 million 
mark given by the State to prevent 
stoppage of work. 

The prices of 1926, as compared with 
those of 1913, shew an increase of 20 % 
for rails, 23 % for metal sleepers, 41 % 
for wood sleepers, 82 % for ballast and 
84 % in the average annual wage per 
workman. As the total expenditure set 
aside for renewals and maintenance is 
77 % above that of 1913, the report con- 
siders that the State Railways cannot be 
criticised for having cut down these ex- 
penditures too far. 

The State Railways use metal sleepers 
very extensively. On the whole of the 
lines of all kinds of the State Railways, 
39.3 % at the 31 December 1926 were 
laid on metal sleepers and 60.7 % on 
wood. 

The chief reason for using metal sleep- 
ers is to be found in the insufficient 
output of the German forests. To help 
the Forestry Service, the Company uses 
about 75 % of ithe sleepers in soft wood 
(fir and pine) and 25 % in hard wood 
(oak and beech), the latter being kept 
for the parts of the line most used, such 
as tunnels, curves, and steep gradients. 


C. — New works. 


The Company has continued to carry 


out its programme of new works, includ- 
ing principally the construction and 
electrification of new lines iand the build- 
ing of houses for its staff 

The outlay in these works chargeable 
to capital during 1926 amounted to a 
total of 267 100000 Reichsmark. 

The provision made in the 1927 budget 
as regards capital expenditure amounts 
to 352 million mark. 

Amongst the new lines built, the report 


mentions the Niebiill-Westerland ine, 


about 40 km. (25 miles) long, connecting 
the State Railways to the Island of Sylt 
in the North Sea, the building of which 
made it necessary to construct an em- 
embankment about 11 km. (7 miles), 
11 m. (36 ft.) wide at the top and 50 m. 
(164 ft.) at the base. The new life 
should be opened to traffic on the 1 June 
1927. These very heavy works involved 
a ttotal expenditure of 25 million mark, 
of which one-fifth was provided by a 
subsidy from the Prussian State. 

The State Railways, on its formation, 
owned 107 708 houses for its staff. This 
number had risen to 111705 by the 
31 December 1925 and to 112 272 by the 
31 December 1926, that is to say, one 
house for every 6.3 employees. 

The outlay for the construction of 
these houses during the years 1924-1925 
and 1926 was 18 000 000 Reichsmark and 
2 600 000 Reichsmark respectively. 


XII. —- Electrification work. 


A. — Electrification of main lines. 


Ignoring the city and suburban lines 
of Berlin and Hambourg already electri- 
fied, of a length of 80 km. (50 miles) and 
35 km. (22 miles) respectively, and the 
175 km. (110 miles) being electrified at 
or around Berlin, the German system 
includes 1031 km. (641 miles) of main 
lines operated by electric traction, and 
189 km. (117 miles) the electrification 
of which is in progress. 

The report shews the geographical dis- 
tribution of the main lines already elec- 
trified and the capital cost thereof, but 
excludes the Munich-Rosenheim line 
(55 km. = 34 miles) which has just been 
opened to traffic (see, table 13). 

Table 14 gives particulars of the lines 
the Company operates electrically. 

With the exception of some secondary 
lines of litthe importance, monophase 
alternating current at low frequency 
(16 2/3 periods) at a tension of 15 000 
volts distributed by overhead lines on 


TABLE 13. 


Main lines already electrified. 


DISTRICT. 


IBENIREY 3 5 eins ie > Lo re 
Silesia 


Central Germany 
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Length 
in kilometres 
(in miles). 


479 (297.6) 
262 (162.8) 
179 (444.2) 
49 (30.4) 


| 32.5 


Capilal expenditure (million marks), | 


I-ixed plant not 


including workshops. Rolling stock. 


33.8 
{4.4 
14.3 


18.5 
18.0 


SER COV (eg i here Sn Se 5 (3.1) / 
Altona (from the main station to the 4.0 2.4 
DOES) ixQiceds pes Seta 2 2s oe ns ary 2 (1.2) \ 

Totals... 976 (606.3) 73.0 64.6 


used. 


the whole of these lines is The 
same kind of current is used by the Aus- 
trian Federal Railways, the Swiss Fe- 
deral Railways, the Bernese Alps Rail- 
ways, ithe Swedish and the Norwegian 
Railways. 

The current used on the State Rail- 
ways is usually supplied by power sta- 
tions belonging to the Company (Mittel- 
steine station for Silesia, Mulidenstein 
for Central Germany, Saalach and Car- 
tenau for the South-East of Bavaria) or 
by stations in which the Company is in- 
terested financially, in which latter case 
the current it takes is generated by ma- 
chines definitely set aside to supply ‘the 
railway alone (Walchensee and Middle- 
Isaar station). A few of the less impor- 
tant lines take their current supplies 
from private stations. 

The rolling stock used by the State 
Railways on lines other than those of 
Berlin and Hamburg consists of 321 elec- 
tric locomotives and 31 motor-coaches; 
28 additional locomotives and 22 motor- 
coaches are under construction. 

B. — Electrification of the Berlin 
and Berlin suburban lines. 


The electrification of ‘the city, the 
circle, and the Suburban lines at Berlin 


— described in the preceding report — 
began in 1926 and progresses steadily, 
and ithe Company hopes the lines in ques- 
tion will be put into full working tto- 
wards the end of 1928. 

For these lines, 345 motor coaches and 
354 traillers, as well as all the equipment 
and electric material of importance, in- 
cluding 264 km. (164 miles) of high ten- 
sion cable for 30 000 volts have already 
been ordered. 

The Company has continued its inves- 
tigations with a view to reducing the 
weight of the stock to be used on the 
electricified lines. The motor coaches 
will only weigh 35.5 tons instead of 
40 tons as estimated, and the trailers 
26 tons instead of 32 tons. 


STike= Rolling stock position. 


At the 31 December 1926, the available 
rolling stock was as follows : 


Steam locomotives .......-+:--- 25 616 
Electric locomotives. .... ++ .+++- 301 
[Diesel locomotives +). =. serail - 2: 4 
Electric motor coaches picking up current. 343 

Accumulator-electric or petrol-electric mo- 
bor COACES Lac hole nes tags hs geemtniels Pe 240 
63 476 


Passenger vehicles. ...-+- +++ 0% 
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Brakewansls.- ©... ch onioeMy oh pelea 21556 amounted to 64 million marks in 1926. 
Post vans (belonging to the Company). . . 532 - Amongst its stock the State Railways own 
Freight vehicles (including 227174 covered 200, 50-ton capacity self-discharging wa- 

and484 448 open)" 7 6. .au: eens 661622 sons used for carrying coal. It has also 
Service vehicles. =o . GiSes..0 wales 8 685 oindered in addition 40 self-emptying wa- 


The expenditure on new rolling stock  gons of 60 tons capacity. 


TABLE 14. 


Length. 
DISTRICT. | LINKS. ae : 
in kilo- in 
metres. miles. 


A. — Lines electrified before the Company was formed. 


{aFotalideng thy. ausetss. * eaiy) eae oe Mera, Been | 563 | 349.8 
B. — Electrified lines put into service since 1 October 1924. 
| BaVanla hc oe cape meee Munich to the frontier near Mittenwald... ...... 124 77 
pee mh oe apn sary Mags S Tutzing-Kochely ot. sees 3 och nn acne ee 36 22.4 
FES PDS ass ee: Weilheim-Peissenbere. . = . sx lisa on ee a 5.6 
ee ae ea: xo a Box 10 Penzberg (goods station) to Penzberg (passenger 
Stato pete Mase Gace eee a eRe Sees. Mate aieceiGets 3 ge) 
== Se aes Munich (Central station) Gauting (suburban line)... . 19 11.8 
See tint, Ya Ss Munich: Herrsehing:) 9 726 =) es, eae ee 38 23.6 
Central Germany . . . . | Madgeburg (Central station) Madgeburg (Rothensee). - . 6 3.7 
| Bevarid tc chk ee Acs & Munich-Laim-Pasinon ead ween poe pe ee 3 es) 
a Lee RP on Cane Munich-Laim-Moosach. .... . Sto ola eet ne un rane 6 3.7 
Saat? 0 pany See oe ae Munich-Hast-Feldmoching..............-. 9.9 
Saaire | erihaney | Rain Ms Munich-Hast (passenger) Rosenheim. .......... 55 34.2 
AAT a ae ae Munich-Neufahrn-Ratisbonne .............. 138 85.7 
seoreh a U Noeeralet vt ae ts Munich-Laim-Munich-South. .............. 5 3.4 
ST EY! ect Paap te da Munich (Central) Munich-Hast (passenger)... 2... . 10 6.2 
Total 468 | 290.8 
C, — Lines now being electrified. 
Silesia... -/aaemesne KOnigszelt-Breslau...< << (oa, in eee ern 49 30.4 
Bavarian 7. sees Rosenhéim-Kuisteints smears ters ce cus) ses 34 PANS b 
ore eee eee ae Rosenheim-Freilassing. ............ saith | 82 | 54.0 
eS ge ! Pasing-Maisacla(siburban: line)... .8se Skenetien 24 44.9 | 
) Totals <4 eo haa te 
RS 


At the 1 January 1927, against previous 405 passenger vehicles, 15 brakes, 2 062 
orders 197 steam locomotives, 29 elec- freight vehicles and 71 service vehicles 
tric locomotives, 382 motor coaches, had still to be delivered. 


é 
a 


A w 
Oe a ees 


In addition to orders for new rolling 
stock, the Company spent considerable 
sums in bettering its existing stock, such 
as by strengthening the buffing and 
draw gear, etc. Finally, the fitting of 
the Kunze-Knorr continuous brake on the 


freight vehicles, begun in 1918, was com- 
pleted; the cost is estimated at a total of 
297 million marks, and the Company 
considers this amount willl be completely 
paid off before the end of 1928 by the 
operating economies effected. 


| 656 1 (.494) & 656 .2 (.494) | 


Railway and motor competition in Switzerland. 


We reproduce below from the Bulletin 
des Transports internationaua par che- 
mins de fer the report made to the Swiss 
National Council by the Federal Coun- 
cillor, Mr. Haab, the Head of the Posts 
and Railways Department, in reply to a 
question adressed to the Minister con- 
cerned as to the formation of the Swiss 
Company known as the « Sesa ». 

The « Sesa », « Suisse Express Société 
Anonyme », is a private company formed 
through the initiative and with the par- 
ticipation of the Federal Railways. Its 
object is : 1. to support endeavours tend- 
ing to improve the movement of passen- 
gers and goods; 2. to operate undertak- 
ings of all kinds having any connection 
with the carriage-of passengers and goods. 
Its first duty is to institute a supplemen- 
tary service which ensures the cartage of 
goods between individuals, as well as 
from the consignors’ premises to the Fe- 
deral Railways and from the Railways to 
the premises of the consignee. In addi- 
tion, it can, by agreement with existing 
official carrying agents, either on its own 
initiative or at the request of the Railway 
Company, organise a supplementary dis- 
tributing and collecting goods service 
over longer or shorter distances. It is 
not allowed to organise transport services 
paralleling the Federal Railway Com- 
pany’s lines either directly or by round- 
about routes except with the Railway's 


consent. It is at liberty to conclude 
agreements with private firms either to 
operate or to farm out the supplementary 
services it has to provide. 

The « Sesa » commenced operations on 
the 1 January 1927. 

During the debate in the Swiss Natio- . 
nal Council, the Federal Councillor, 
Mr. Haab, Head of the Posts and Rail- 
ways Department, after speaking of the 
danger both the State Railways and the 
private companies ran, through the 
steady increase in motor vehicles, con- 


_tinued as follows : 


The formation of the « Suisse Express 
S. A. » (« Sesa >) was an ‘action, it might 
indeed be said, a legitimate act of defen- 
ce, taken in the fight against the com- 
petition of motor vehicles. No sooner 
was the intention of forming the Com- 
pany known than protests were raised 
by the motor vehicle owners, who were 
afraid the new organisation would com- 
pete with their business, The Railway 
Administration was therefore expected, 
it would seem, to allow its traffic to be 
taken from it bit by bit without striking 
a blow in its own defence. 

When towards the end of the first half 
of last century the railways came into 
being, thousands of horse transport un- 
dertakings had to go out of business, 
although up to that time they had carried 
the traffic. The motor vehicle during 
the last ten years has not asked permis- 
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sion to compete with the railway : the 
« Sesa » will not be required to ask in 
its turn if its activities meet the wishes 
of the motor owners. The public also 
has never protested against the existence 
and activity of the « Sesa »; the com- 
plaints only come from the private hau- 
liers. 

The carriage of goods can be divided 
into three parts: cartage from the con- 
signor’s premises to the station; carriage 
by railway to the destination station; 
and, finally, delivery from the station to 
the consignee’s premises. One of the 
principal advantages of motor transport 
lies, not so much in the lower costs, as 
in the fact that the motor conveys the 
goods direct from the premises of the 
consignor to those of the consignee, 
neither having to concern himself with 
collection and delivery cartage, some- 
times more costly than the whole rail- 
way carriage. To this has to be added 
the shorter time taken, the avoidance of 
transhipment, the simpler contractual 
formalities, easier packing requirements, 
etc. 

As regards convenience, reasonable 
cost and quickness, the « Sesa » also 
should, as far as possible, automatically 
assure the same benefits to its customers 
on a largely conceived and uniform plan 
free from any private interest. 

In the interest of the public, Article 22 
of the law on railway rates required the 
railways to organise at the principal 
stations an official cartage service which 


operates if the users of the railway prefer - 


not to cart to or from their premises, or 
are unwilling to arrange with a cartage 
agent to do it. The railways have also 
the right to undertake the cartage itself, 
or to enter into cartage agreements with 
cartage contractors to enable this work 
to be done in accordance with a fixed 
scale of charges. ; 

As a matier of principle, the railway 
would also be within its rights if it 
included the cartage charges in its car- 
riage charges. If in order to get traffic 


it were their interest to do so, they could 
even do the work either without charge, 
or charge part of the cost and bear the 
balance. In order therefore to obtain a 
paying traffic, the railway can take any 
action it thinks fit. On the other hand, 
the ordinary cartage contractors are not 
forbidden to work for those who require 
their services. It should not be forgotten, 
however, that the private contractors 
work under more favourable conditions 
than the official agents, seeing that they 
are not under any obligation to do ecart- 
age work; they can decide not to work 
districts with little traffic, and, in addi- 
tion their legal responsibilities are less 
severe, 

Finally, the official cartage contractors 
have to undertake not to compete with 
the railway in any way. It is therefore 
incorrect to say the Railway Administra- 
tion wishes to ruin the private cartage 
firms. These considerations must not 
be overlooked if the equitable and eco- 
nomical character of the « Sesa > is to 
be appreciated. As regards the official 
cartage work, the « Sesa » is the con- 
tractor; so far as other transport is con- 
cerned, it gets the traffic in the interests 
of the railway. 


The arrangements in force up to the 
present have been found to be wasteful 
in that, for example, the official carrier 
has had to carry a few cases or packages 
from the station to some distant quarter 
of the town, whilst at the same time other 
independent carriers were going to the 
same place without full loads. The « Se- 
sa », and reciprocally the owners of lor- 
ries or the carriers who will become its 
agents, will do away with this parcelling 
out of the cartage and will thereby con- 
tribute to a more rational organisation, 
and, in consequence, give the public a 
cheaper service. The official carriers 
have indeed realised this: in fact, ail 
the companies, to wit about a hundred, 
have almost without exception contract- 
ed to work from now on as agents of the 
« Sesa » which, for the moment, will not 
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purchas2 vehicles of its own. The Asso- 
ciation of Swiss Carriers has also con- 
cluded a contract with the « Sesa ». 
The « Sesa » is now able to offer to the 
users of the railways, cartage rates as 
much as 40 %, but on ithe average 15 to 
2() %, lower than before. The reduction 
of rates having had to be introduced 
generally as from a certain date before 
any increase in traffic could result, the 
« Sesa > granted subsidies to its agents : 
but as the traffic grows these payments 
will diminish, and at the proper time 
cease altogether. In certain places, these 
subsidies have already been stopped. 

As we have seen above, the railways 
are able without question to act in this 
way : they could in fact bear the whole 
of the cartage expenses themselves. The 
rates granted at the present time by the 
« Sesa » do not appear to be ruinous: a 
certain number of independent cartage 
agents have already agreed that they 
will in future work under the same con- 
ditions, or even at lower prices. The 
work of the « Sesa » has consequently 
already had a salutary effect. 

It has been pretended that the cha- 
racter of the « Sesa » has not been made 
sufficiently clear. These suggestions 
cannot be easily understood; there is 
nothing mysterious at all about it. The 
« Sesia > is not a conspiracy, but a private 
company, founded in full daylight. It 
is true that the Federal Railways, being 
the most important railway system, hold 
most of the stock : but there is, in addi- 
tion, a large number of individual firms 


-and private railways holding stock. 


It was with the deliberate object of 
enabling the secondary railways to bene- 
fit by the advantages of the « Sesa » 
that it was not affiliated to the Federal 
Railways, although it would have been 
quite possible to do so. The secondary 
lines have thoroughly appreciated the 


fact, and most of them already take part 


in the organisation. The bye-laws of the 


new Company have been published in 
the Swiss official journal of commerce : 


the contract with the Federal Railways 
is not secret, as it has been published in 
a technical paper. A copy has been 
issued to everyone asking for it. The 
Management of the < Sesa» has also given 
in detail in the daily press its object and 
character, and is ready to give anybody 
applying to it, information as to its acti- 
vities, 

Outside the cartage service dealt with 
above, the « Sesa » also intends to serve 
localities lying at a distance from the 
railway (§ 71 al. 4, of the transport regu- 
lation). It would carry goods in these 
districts and collect them for delivery 
to the nearest station. This is a case 
of a collection service. 

This supplementary transport service 
ought, if possible, to be carried out by 
private firms, and it is only in cases 


where such arrangements cannot be 
come to that the « Sesa » reserves the 
right to undertake this work, or to 


arrange for its agents to do so. This 
duty of the « Sesa » ought then not to 
be carried out in opposition to the inte- 
rests of private firms, but with their col- 
laboration.__The « Sesa » and the rail- 
ways working with it can, however, 
themselves fix the conditions under 
which this collaboration shall be made : 
it would not be practicable in fact to 
deny them the right of fighting, legit- 
imately, the intense competition of the 
motor vehicle. Here again, its action is 
quite contrary to any monopolistic ten- 
dency. 

‘If the question be asked : what result 
is to be expected of the « Sesa », the reply 
ought to be as follows : From the finan- 
cial and economical point of view, im- 
provements in the organisation of trans- 
port are expected, and subsequent to the 
« Sesa » obtaining traffic, the railways 
ought to recover, at least in part, the 
traffic, they have lost during recent 
years : in addition, the transfer of traffic 
from the railway for the benefit of the 


‘motor lorry ought to be stopped to some 


extent. If in the beginning it is neces- 
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sary to make certain sacrifices, it is 
expected that these will soon be recover- 
ed .by increased traffic, and that, little 
by little, an appreciable growth in the 
traffic receipts will be registered. 

In addition to the first successes in the 
cartage field, due to the « Sesa >, we hope 
it will also succced in its task of recover- 
ing traffic to the profit of the railways. 
The results it has produced in this res- 
pect in a short time are very gratifying. 

After only a few months’ existence, 
the « Sesa » has succeeded in recovering 
traffic worth about 1 200 000 francs lost, 
or about to be lost, to the railways, so 
that it is expected that about three mil- 
lion francs worth will be regamed during 
the first year. More than a third of the 
firms negotiated with have decided in 
future not to use motor transport. 

A further recovery of traffic can be 
expected as a result of a new proposal, 
according to which, for internal traffic 
as well as for through traffic using their 
lines, tthe Swiss ‘railways will introduce 
special rates against motor transport in 
the way previously done to meet reduced 
foreign rates. 

The Federal Railways, like the normal 
gauge private lines and many of the nar- 
row gauge systems, have in particular 
decided to carry for the future goods 
of ali kinds at rates equivalent to the 
usual cost of carriage by motor lorry. 
According to the terms of the notice 
inserted in the Feuille officielle des che- 
mins de fer (Official Railway Journal), 


this measure is subjected to the condi-— 


tion that it applied to traffics which had 
transferred to motor transport, or threa- 
tened to do so, that the rates so granted 
procured to the railway a return in 
proportion to its commitments, that the 
consignor undertakes to put on rail each 
year a minimum quantity of goods, and 
also to give up either wholly, or in part, 
using motor transport. 

Protests have also been raised against 
such measures being taken by the rail- 
ways. It is pretended they would be 


contrary to the law on transport which 
declares nul and void any agreement by 
which one or several consignors benefit 
by reductions of rates and which decla- 
res legal only those reductions of rates 
properly published and equally available 
to all under the same conditions. To 
this the following answer must be given : 
This requirement of the law on ‘trans- 
ports of 1893 resulted from the fact that 
the railway had in fact a monopoly of 
iransport, and that without the interven- 
tion of the legislator it would have been 
possible for it to have given preference 
to certain users over Others, or to favo- 
rise certain districts by an arbitrary fix- 
ing of the rates. Now, on the one hand, 
the transport monopoly no longer exists 
as a result of the introduction of the 
motor vehicle (cessante ratione legis, 
cessat lex ipsa), and, on the other hand, 
if this question be examined closely, it 


will be seen that the rates granted by the - 


Railway Managements with a view to 
meeting road competition do not form 
rates reductions in the sense of the legal 
prescripts mentioned above. In giving 
a consignor rates equal to the railway 
cost prices, to be paid on the supposition 
of the goods being sent by road, the rail- 
way grants him no advantage he is unable 
to get otherwise. In fact, it is not the 
railway which has enabled the consignor 
to send his goods at lower rates than 
other people can. If he finds himself in 
this privileged position, it is not due to 
the railway, but to the fact that he can 
use motor transport. So that by bring- 
ing the railway rates to the same level 
as those of motor transport, the railway 
does not create, as regards the users, a 
difference in rates which does not 
already exist. If the railways were will- 
ing to give up rates measures of this kind, 
they would simply lose these traffics 
and the motor would profit ‘thereby : so 
far as the consignor is concerned, the 
carriage charges would remain the same. 
It is therefore not just to say that the 
« Sesa » is only an artifice to get round 
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the requirements of the law on transport. 

These considerations shew that the 
interests of the public, as guaranteed by 
the transport law, have not suffered as 
a result of the measures taken by the 
railways. As I have just said, it is a 
question not of any innovation, but of 
the application.of a method ito which 
railway managements have always had 
recourse in fighting lower rates of other 
railways. Thescailes of these newest rates 
have also been legally aporeted in prin- 
ciple * 5 

The application of the new arrange- 
ments necessitated in each case negotia- 


- tions with the consignors : the « Sesa » 


carried them through both in the case 


of internal traffic as for the through 
traffic of the private lines. It was in- 


structed to conform strictly during the 
negotiations with the legal principle of 
_ equal treatment to all so long as the 
cr conditions remained alike. 


u 


The Federal Railways remunerate the 
« Sesa » on practically the same prin- 
ciples as those applied to the great travel 
agencies, that is to say, in accordance 


-with the percentage of traffic these agen- 


cies bring to the railway. These dis- 
counts will undoubtedly be reduced to 
the strict minimum, seeing that the « Se- 
sa » is not a money-making company, 
and has only a small staff. A large 
number of Governments and railways 
have already investigated the organisa- 
tion_of the « Sesa », and in other coun- 
tries, where the laws on railway rates 
are much the same, similar measures or 
similar companies are suggested. It is 
therefore considered elsewhere that this 
method of meeting road transport com- 
petition is both effective and legal. 


(Neue Zircher Zeitung, Nos. 4138 and 1189 
of 4 and 5 July 1927.) 
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1. — Mails by underground. 


Post Office (London) Tube Railway. 


Figs. 1 to 5, pp. 253 to 256. 


(Modern Transpo*t.) 


After many delays the early completion is 
anticipated of the tube railway by 
means of which Post Office mails will be con- 
veyed between Whitechapel in the east and Pad- 
dington in the west of the Metropolis. It may 
be remembered that, shortly before the out- 
break of the war, the General Post Office had 
formed the conclusion that. it would be desir- 
able to substitute for the present system of 
road van service a more up-to-date method of 
transporting letter and parcel mails between 
the principal post offices and railway stations 
in London with a view to accelerating the 
service and contributing to the reduction of 
congestion of the roads. A committee spe- 
cially appointed to study this question in all 
its bearings, after careful inquiry on the Con- 
tinent and in America as to the relative ad- 
vantages: and disadvantages of pneumatic tubes 
and railways, found that the best solution 
would be an underground railway worked elec- 
trically. 4 


new 


Shield-driven tunnel. . 


A scheme was accordingly prepared in detail, 
and tenders were invited first for the construc- 
tion of the tunnel. The progress of the work 
was considerably delayed by conditions arising 
out of the war, but the tunnel was completed 
by the summer of 1916, and only certain sub- 
sidiary works at the stations remained to be 
executed, The tunnel is shield-driven through 
the London clay, and jis constructed of cast-iron 
segments bolted together, the space between 
the outside of the cast-iron tunnel and the 
inner surface of the clay being filled in with 
grout. At the few points where the construc- 


tion was through water-bearing strata compres- 
sed air was employed and the joints between 
the segments. were caulked with lead. The 
depth of the tunnel beneath the road surface 
varies between 50 and SO feet. Work on the 
railway was suspended when the tunnel was 
completed, but at the end of the war tenders 
were invited for the electrical equipment of the 
railway, latitude being given for the reception 
of offers for any alternative scheme to that 
which had been prepared. Here again some 
postponement was necessary owing to the high 
prices which then prevailed; but eventually, in 
the summer of 1924, contracts were placed for 
the electrical equipment, rolling stock, con- 
veyors and Jifts, for a scheme which corres- 
ponded to the basic scheme. 


The new railway. 


The railway included in the scheme which is 
now practically completed, as shown on the 
sketch map (fig. 1), will connect the Padding- 
ton district office -and the Eastern district 


‘office, in Whitechapel Road, a distance of 


roughly 6 1/2 miles. There will be interme- 
diate stations at the Western district parcel 
office; the Western district post office, Wim- 
pole Street; the Western Central district of- 
fice, New Oxford Street; the Mount Pleasant 
parcel office; King Edward Building post 
office, Newgate Street; and at Liverpool Street 
station. Three of the stations, namely the 
Western Central district office, Mount Pleas- 
ant, and King Edward Building, will form 
important junctions when extensions to the 
north and south are eventually undertaken. 
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Fig. 2. — Two of the steel motor wagons to be used on the Post Office Tube Railway. 
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Fig. 3. — Plan shewing the arrangement of the tracks and conveyors at the Post Office 
Tube Railway at Paddington station. 


Fig. 4. — Two of the shoots leading to the conveyor bands below Paddington station by means 
of which mails will be conveyed to and from the Post Office Tube station. 
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Operation. 


Between the stations the railway consists of 
two tracks, each 2-foot gauge, one for east- 
hound and the other for west-bound traffic, 
and contained in a single tunnel of 9 foot-inter- 
nal diameter, opening out to 25 feet at the 
stations. The station platforms and lines are 
above the general level of the track, so that 
an approaching train will have to climb a gra- 
dient of 1 in 20, and descend a similar gradient 
when it proceeds on its journey. By this ar- 
rangement high speeds will be attained, with 
a minimum of power consumption, and it is 
anticipated that as much as 35 miles an hour 
will be possible. The trains will be operated 
without drivers on the remote-control system. 
They may consist of one, two or three wagons, 
and as they come to rest in, or pass through, 
the stations, they will not need the continuous 
attention of the switchman. 


Control. 


The position and destination of each wagon 
will be notified to this officer on an illuminat- 
ed diagram. By means of small levers in the 
cabin he will then set points for the particular 
route desired and will energise certain sections 
of the line with the appropriate current. The 
wagon will then come to rest at the proper 
section of the platform, or will run through 
the station without further attention. The 
operation of the points will be interlocked with 
the application of the current, and there will 
be a complete interlocking arrangement between 
the different routes. The system of control 
may be briefly described as being generally si- 
milar to the power-operated point and signal 
systems adopted for modern railway under- 
takings, but with the signal element replaced 
by the application of power. It is only by 
such a system of complete interlocking that a 
remote-control electrical railway of this scope 
can be safely operated. 


Stations. 


Each station consists of an island platform . 


arranged in two sections, between which is 


‘ placed a control cabin and the lifts and convey- 


ing appliances specially designed to suit the 


different classes of postal matter which have to 
be dealt with between the station platforms and 
the postal buildings above. This is the general 
design of station which has been adopted in 
all cases, the arrangement of the tracks and of 
the conveying appliances being adjusted to suit 
the requirements at the different points. At 
the stations the handling of traffic will he 
performed almost entirely by mechanical pow- 
er. There will be spiral shoots for downward 
mails and lifts for woward mails. and at the 
principal stations electrically-operated con- 
veyor bands will be installed beneath the plat- 
forms. By means of circular shafts the sort- 
ing rooms above are connected with the tube 
railway below. The ends of the shafts are 
underneath the tube platforms, and in the floor 
of each platform there are apertures every few 
yards, beneath which runs and endless band, 
feeding the conveyors and lifts. As a train is 
unloaded, mail bags will be dropped through 
these apertures, and then transported by the 
conveyor to elevators or lifts, and thence to the 
sorting rooms, the aim being to avoid man- 
handling from the moment the mails are 
dropped through the apertures on to the con- 
veyor. The arrangements are indicated in 
figure 4. 
Paddington. 


Through the courtesy of the Great Western 
Railway Magazine we are enabled to repro- 
duce a drawing (fig. 3) showing the arrange- 
ments at Paddington station, The broken 
lines indicate the route of the Post Office Tube 
Railway and its terminal facilities. It will be 
observed that there are three systems of con- 
veyors, one serving platform No. 11, another 
platforms Nos. 8, 9 and 10, and the third the 
departure side of the station. Inwards mails 
will be dropped down the shoots, which are 
also indicated on platforms Nos. 8, 9, 10 and 
11, on to conveyor-bands connecting with the 
Paddington district post office. Outwards 
mails fer despatch from the main line station 
will be carried from the post office by under- 
eround conveyor to a structure on « The 
Lawn », the circulating area at Paddington 

for parcels and mails traffic. In this case 
three conveyor bands will be used — two to 
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bring the mails from the post office, and the 
other, travelling laterally, to serve as a dis- 
tributing band from which the mails will be 
discharged to platform trollies for conveyance 


to the trains. 


Rolling stock. 
The rolling stock consists of ninety steel 


motor wagons of the type illustrated in 


figures 2 and 5. The overall length of each 
car is 13 ft. 5 in., width 2 ft. 10 in., and 


lig. 5. — Near view of:a Post Office tube wagon with sliding cover open to receive the load. 
It will be noticed that containers are a feature of this new transport system. 


height 4 ft. 11 1/4 in., energy being obtained 
from a conductor rail, and-the carrying capa- 
city is 10 cwt. Thus, with all cars in service, 
it is estimated that it will be possible to move 
45 tons of mails in each direction. The relief 
to congestion in the streets will be appreciated 
when it is borne in mind that there are over 
750 tons of postal business to be dealt with 
daily and that approximately 800 journeys a 
day will be made at an average of 20 miles per 
hour as compared with from 5 to 7 miles per 
hour by road. The whole of the electrical equip- 
ment for the railway has been installed under 


the supervision of the engineering department 
of the General Post Office, the contractors 
being the English Electric Co., Limited, of 
Queen’s House, Kingsway, W. C. 2, whilst the 
Siemens and General Electric Railway Signal 
Co. Limited, of Central House, Kingsway, were 
responsible for the power signalling. The 
total cost of the work will be approximately 
£1600 000. We hope shortly to be enabled to 
amplify this preliminary survey by the publi- 
cation of a detailed technical description of 
this most interesting and extensive under- 
taking. 
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2. — The evolution of track on American railways, 


as depicted in exhibits displayed at the Centerary Exhibition 
of the Baltimore & Ohio at Halethorpe, Md. 


Fig:. 6 to 13, pp. 258 to 260. 


(Railway Engineering and Maintenance.) 


Track No. 1 represents the first type of 
construction used in 1830 on the original main 


line between Baltimore, Md., and _ Ellicott 
Mills. This track was built of iron strap rails, 
about 2 1/2 inehes wide and 5/8 inch thick, 


spiked at about 18-inch intervals to 6 by 
6-inch stringers which in turn were notched 
into the cross ties. The cross ties were spaced 
about 3 1/2 to 4 feet apart and secured to the 
wooden stringers by means of wooden wedges 
driven on the inner side of the mortise. 
Track No. 2 represents the second type of 
construction used in 1830 on the original main 
line between Baltimore, Md., and _ Ellicott 
Mills. This type employed the same strap 
iron rails and spike fastenings as shown in 
track No. 1, but with the rails supported on 
rough cut granite sills, which were about 
12 to 18 inches across the top, 6 to 12 inches 
deep, and from 8 to 10 feet long. These sills 


were supported in a relatively thin layer of— 


granite ballast. 

Track No. 3 illustrates the sill, tie, stringer 
and edge rail construction used in 1835 in the 
original main track between Relay, Md., and 
Washington, D. C. The bottom 6 by 6-inch 
sills, laid in a sandy ballast, supported 6 by 
10-inch hand hewn ties which were notched to 
carry the 6 by 6-inch top stringers that sup- 
ported the rails. This rail was the first step 


toward the pear-shaped and tee rails used 


later. It was furnished in lengths of about 
15 feet and weighed 40 lb. per yard. as 
Track No. 4 shows the type of construction 
used in 1842 on 96 miles of line between Har- 
per’s. Ferry, W. Va., and Cumberland, Md. 
This ‘track was essentially the same as that 
designated as No. 3, except that U-shaped rails 
were used, and the bottom sills were suported 
on stone ballast. The U-shaped rail used in 
this track was the first rail manufactured in 
any quantity in America. This rail, which 
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was spiked to the stringers with light-weight 
hook spikes, came in 20-foot lengths 
weighed 51 lb. per yard. 


and 


Track No. 5 represents the pear-shaped rail 
weighing 60-lb. per yard used in 1851 and 
1852 in the original line between Cumberland, 
Md., and Wheeling, W. Va. This rail, which 
was made of iron, was spiked directly to cross 
ties laid in a deep bed of hand-knapped gra- 
nite ballast. The rail was 3 1/2 inches high 
and came in 20-foot lengths. The rail joints 
were soft iron plates secured to the ties by 
four spikes. 

Track No. 6 illustrates the type constructed 
in 1869 for the renewal of the older types. 
It is practically identical to that shown in the 
previous illustration except for the type of 
rail joint and the fact that the rail used was 
of steel instead of iron. This rail, which was 
pear-shaped, was rolled in England and was 
4+known as John Brown rail. Its weight was 
60 1b. per yard and it came in varying lengths 
up to about 30 feet. The joint consisted of 
wooden splice blocks bolted through the webs. 

Track No. 7 is the oldest example on the 
Baltimore & Ohio in which rails of the modern 
T-section were used. It illustrates track laid 
in 1874 with rails weighing 67 lb. per yard. 
The joints consisted of angle bars and the rails 


-were secured direct to the cross ties by cut 


spikes. Track Nos. 8 and 9 (not shown here) 
were examples of similar but heavier construc- 
tion used in 1889 and 1908, in which the rail 
was of 85-lb. and 100-lb. section respectively. 
Track No. 10, the last one in the exhibit, 
represents the type of construction used today 
on important main lines of the Baltimore 
& Ohio. It consists of 130-Ib. R. E. section 
rail laid on creosoted ties. This standard was 
first used in 1921. The added feature in this 
construction is the tie plate which, however, was 
already used in track No. 9 with 100-Ib. rail. 
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3. — Road-rail traffic on the London Midland & Scottish Railway. 
Figs. 14 to 21, pp. 262 and 263. 


(The Ratiway Gazette.) ’ 


The use of containers in the handling and 


transportation of merchandise constitutes a 
question which, in one form or another, has 
occupied the attention of railway executive 


the intensive development of freight operation. 
but more particularly from the point of view 
of the possible economies or other domestic 
advantages to be derived from the consequent 


officers from time to time in connection withsaving in time and labour. They have, of 


| 
| 
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course, been used for many years under par- 
ticular circumstances, as, for example, in the 
case of luggage and parcels between London 
and Ireland or the Continent and involving 
eross-channel services, while in the case of 
goods traffic an outstanding instance is afford- 
ed by the late Lancashire & Yorkshire (now 
London Midland & Scottish) Railway in the 
use of « flats » — a form of container — in 
connection with their 
cotton goods. 
trader, however, the inherent advantages of a 
system of transport affording « door-to-door » 
conveyance of merchandise, thereby avoiding 
the customary handling at railway depots, are 
apparent, and the march of progress, coupled 
with the development of competitive forms of 
transport, has during recent years brought 
this aspect of the question into increasing pro- 
minence. 

The London Midland & Scottish Railway 
has over the past two years been engaged in an 


extensive traffic in 


From the point of view of the~ 


exhaustive programme of research on the sub- 
ject, accompanied by experiments which latter- 
ly have been carried out on a scale sufficiently 
extensive to afford a practical test of the pos- 
sibilities of the system and to demonstrate its 
various features as affecting both the railway 
and the trader. 
riments a sum of £20000 has been expended, 


In the course of these expe- 


representing a total stock of between 400 and 
500 containers, which have in the main been 
built in the London Midland & Scottish Rail- 
way carriage and wagon works at Derby. 


Container types. 


As-a result of the experience gained, four 
types of container have been evolved as stan- 
dard, two representing the equivalent of the 
covered van and two the equivalent of the 
open wagon. The various types are shown in 
the accompanying illustrations, and details as 
to dimensions and carrying capacities are gi- 
ven below : 


Closed containers, types A and B. 


Dimensions (interior). 


Length. | Width. | 


ee 7 ft. O in. 
ae} io ft.6.1n. 


6 ft. 0 in. 
6 ft. Oin. 


Open containers, types C and D. 


Height 
at centre. 


6 ft. 6 in. 
6 ft. 6 in. 4 526 


Capacity 


Tare. 


in tons. in cubic feet. 


25 ewt. 


Dimensions (interior). 


Length. 


7 ft. Qin. 
13 ft. 4 in. 


Width. 


6 ft. 0 in. 
6 ft. Oin. 


Capacity, 


Height in tons. 


of sides. 


3 ft. 9 in. 2 1/2 
3 ft. 9 in. 4 


In arriving at the various types, due regard 


has been necessary to the normal capacity of 


cranage and cartage equipment, while at the 
same time affording the largest possible capa- 


city coupled with the lowest possible tare. Up 


to the present the containers have been of tim- 
ber construction, although attention is being 
given to the possible use of steel or other 
metal. 

The closed type containers are fitted with 
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re closed conta 


ro 


I 


ype la 


.— « B» ty 


5 


= 


Fig. 14. — « A » type small closed containers. 


‘ 


> 


OT a, 


S hinies, 


F \ 
‘ouIedpIapuNn WOSeM JeUIe}UOD [eIVedg -— ‘Og “SI 


“<poq uosem yetoeds uo saouteymos odéy « WZ» OMT, — “Sy “Sq 


\ 
\ 


— 264 — 


end doors, comprising a drop door at the bot- 
tom and a pair of swing doors above. <A cer- 
tain number are fitted with louvred ventilators 
in order to provide for traffies of a perishable 
nature. In the case of the open type contain- 
ers both sides and ends are detachable, but the 
inevitable detraction from the strength of the 
walls has certain disadvantages, and considera- 
tion is being given to a new type « D » con- 
tainer having side drop doors, as in the case 
of the usual open wagon, and a single drop 
door at one end. These containers are lifted 
from eyes fitted at the base of the sides, and 
in order to prevent « binding » of the crane 
chains, a « spreader » has been provided, 
through the grooved ends of which the crane 
chains are passed, and which at the same time 
is adapted to reinforce the strength of the 
sides. This « spreader » has formed a conve- 
nient foundation for the sheet bow, and the 
whole attachment can be clearly seen in one 


of the illustrations. 


Lifting tackle and crane power. 

Generally speaking, the ordinary four-leg 
chain has been found quite suitable for the 
process of lifting, and, in conjunction with the 
« spreader » just mentioned, can be safely used 
with the open-type containers, except where 
loads happen to be built appreciably above the 
level of the sides, when cross-trees are essen- 
tial. 

The question of crane power has not assumed 
that prominence that might have been antici- 
pated, owing mainly to the fact that traffic 
falling within the scope of operation by con- 
tainer tends to move between the larger or me- 


dium stations where crane power is adequate. ° 


The more serious prospect, assuming the adop- 
tion of the system on any scaile, is that of con- 
gestion, particularly where fixed cranes only 
are available, and in this connection, attention 
is being given to the possible use of a mobile 
cane of capacity sufficient to eope with the 
maximum gross load which can be undertaken 
with the present standard stock. 

Research is also being made with the object 
of evolving a type of container of the roll-off 
type, 7. e., on wheels or castors, to obviate the 


necessity for a crane for transferring between 
rail and road vehicle. 


Special underframe or chassis. 


While in the experimental stage generally 
the containers have been conveyed in ordinary 
open wagons, there is no reason why the rail 
vehicle should represent more than the under- 
frame and running parts of the usual wagon. 
An experimental chassis of this description 
The vehi- 
cle is fitted with screw couplings and auto- 


appears in one of the illustrations. 


matic vacuum brake, but apart from this, re- 
presents the underframe of the London Mid- 
land & Scottish standard wagon, with the addi- 
tion of timbered floor, securing chains, and 
suitable detachable cross-bars fitted transver- 
sely in order to aid in keeping the container 
or containers firmly in position. 


Control methods. 


With the gradual development of the num- 
ber of stock in use, some method of control was 
found to be essential if light running was to 
be kept down and the stock worked as eco- 
nomically as possible. A system was, there- 
fore, established, the whole of the stock being 
placed under the control of the Chief Goods 
Manager at Euston, although a certain amount 
of local autonomy was accorded the respective 
District Goods Managers so far as require- 
ments within the limits of their particular 
districts were concerned. All movements of 
container stock are telegraphed to the control 
at Euston, where they are recorded on a wall- 
board by means of tickets — different colour- 
ed tickets being used for the respective types 
of container. The wall-board shows at a 
glance the following information in respect of 
each district : 

1. Traffie waiting, 7. e., stock required ; 

2. Supplied for loading ; 2, 

3. Arrival for delivery ; 

4, On hand empty. 


In this way it is possible to meet all short- 
ages to the best advantage, and to manipulate 
the stock with the maximum of loaded user. 
In spite of the comparatively limited scale on 
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which operations have been conducted, the pro- 
portion of loaded mileage has reached the vi- 
cinity of 80%, which speaks highly for the 
efficacy of the system. 

In dealing with this phase, it must be re- 
membered that the development of the container 
by the London Midland & Scottish Railway 
Company has been in the main in the direction 
of its application as a « full-load » instrument, 
and movements of stock are, therefore, general 
and not confined to reciprocating streams cf 
traffic between pairs of points. 


Conditions of conveyance and charges. 


Generally speaking, the use of containers is 
limited to consignments of one ton or over, 
from one sender to one consignee, although in 
suitable circumstances delivery to three or four 
addresses has been undertaken by special ar- 
rangement. 

It will be apparent that with a facility of 
this kind, the operations of the railway com- 
pany are altogether of a different character 
from those entailed in dealing with merchan- 
dise loaded in ordinary wagons. 

The nature of the traffic to be conveyed in 
containers very largely determines the rates at 
which the merchandise is carried and condi- 
tions as to risk, ete. 

The method of charging for container traffic 
is, however, to be considered by the railway 
companies in 1928, 
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Effect on claims for damage, etc. 


The experience of the London Midland & 
Scottish Railway Company in this respect has 
been noteworthy, as the following examples 
will show : 

400 loads of gas stoves carried for one firm 
with only six known cases of damage; 

100 loads of enamel baths carried with three 
or four isolated damages ; 

Several hundred loads of new furniture, era- 
mophones, ete., carried with almost complete 
immunity from damage; 

700 loads of preserves carried for one firm 
during five months. Claims (which arose 
mainly in connection with the return empty 
jars) paid to the extent of 0.22 % of revenue. 

In all these cases carriage by rai] had dwind- 
led to yanishing point, owing mainly to the 
growth of road transport. 


The London Midland & Scottish Railway 
Company has found that the container system 
of railway transport provides the advantages 
arising from « door-to-door » service, 7. e.; 

1. Risk of damage or loss minimised ; 

2. Packing costs reduced ; 

3. Time and labour saved. 


It is of interest to note that the use of con- 
tainers by the London Midland & Scottich Rail- 
way has been the means of enabling a number 
of British traders to compete more success- 
fully against foreign manufacturers for such 
traffics as enamelware, baths, ete. 


4. — Locomotive weights and axle loads. 


= (The Railway Engineer.) 


Arising from an inquiry by a correspondent, 
we have prepared a comparative table showing 
the maximum weights of engines and tenders in 
working order, and the maximum load per axle 
for representative heavy locomotives, both pas- 
senger and goods, in service on railways within 
the United Kingdom. From this it will be noted 
that, when a comparison is made on the total 


weight in working order basis, the London North 
Eastern Railway 2-8-0 + 0-8-2 six-cylinder Gar- 
ratt articulated engine, weighing in working ~ 
order 178 tons 3 qrs., is the heaviest locomotive 
in service; but the maximum load per axle is 
only 18 tons 6 cwt. 2 qrs., and it must be borne 
in mind that this engine is constructed for a 
special service on a particular section of the 
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London North Eastern Railway system and is 
not for use over all parts of the main line 
venerally. 

The Great Western Railway four-cylinder 
express passenger locomotives of the « King 
George V » class, on the other hand, have a 
maximum axle load of 22 tons 10 ewt. which, 
at the time of writing, is the heaviest individual 
axle load to be found on any railway in this 
country. This is closely approached by the re- 


boilered Pacific engine, No. 4480, of the London 
North Eastern Railway, which has a maximum 
The total weights 


axle load of 22 tons 1 ewt. 


London & North Eastern Railway : 
|  3-cylinder 4-6-2 with 220-lb. boiler pressure. 
3-cylinder 4-6-2 with 180-Ib, boiler pressure. 
: 6-cylinder 2-8-0 + 0-8-2 FEE phon! sh ohne 
| — 3-cylinder 2-8-2. HOG Gola PS 6 
| Landon Midland & Scotlish Raivey 
DCHIUMG eT -O=Oleran.| seein ees a ee 
4-6ylinder 2-6-0 0-622 i saa 


- 4-cylinder 4-6-0. 
|| Southern Railway + : 
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weight of engine 


in working order. 


4-cylinder 4-6-4 Sica te ar ne pete eh ibe St 
Leer itee ian eames 1 | 


in working order of these engines, complete 
with tenders, are, however, 135 tons 14 ewt. 
and 152 tons 11 ewt:, respectively. Until the 
last two years the maximum axle load permitted 
has been generally about 20 tons, but in the 
more recent big locomotive designs weights 
above this have become usual, due to the im- 
provement and strengthenings carried out on the 
underbridges and permanent way, permitting 
the greater adhesive weight and consequent in- 
creased tractive effort with higher boiler pres- 
sures to be utilised. 


“Total 


Total 
weight of engine 
in working order, - 


Maximum 
load per axle. 


and tender 
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OFFICIAL INFORMATION 


‘ISSUED BY THE 


PERMANENT COMMISSION 


OF THE 


INTERNATIONAL RAILWAY CONGRESS ASSOCIATION. 
-———_—-=9 >< -- 


QUESTIONS 
FOR DISCUSSION AT THE MADRID SESSION (1930) 


WITH 


THE NAMES OF THE REPORTERS 


ee 


I SECTION : WAY AND WORKS. 


I. — The use of concrete and reinforced concrete on railways. 


A) Investigation into the respective merits of the different designs of concrete 
sleeper. 
B) Concrete and reinforced concrete buildings. 


Reporters : 


America, Great Britain, Dominions and Colonies, China and Japan. — X...(an 
American). 

Belgium, France, Italy, Portugal, Spain and their Colonies and Switzerland. — 
Mr. JuLuien, ingénieur en chef de la voie et des travaux de la Compagnie du Chemin 
de fer de Paris 4 Orléans, place Valhubert, 1, Paris (13°), and Mr. Cratse, direc- 
teur du controle des travaux des lignes nouvelles ct de la voie et des batiments au 
Ministére des travaux publics de France, boulevard Saint-Germain, 244, Paris. 


Other countries. — Mr. Krick (E.), ingénieur, inspecteur de la Direction générale 
des Chemins de fer de I’Etat des Serbes, Croates et Slovénes; Belgrade. 
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II. — Resistance of rails against breakage and to wear. 


A) First causes of rail breakage ; measures taken to reduce the number of break- 
ages, both as regards the way rails are used and the conditions of inspection. 
B) Quality of metal used for rails to give normal wear. Conditions governing 
manufacture and inspection. 
Rails: profile and quality, length, weight, and cross section of the rails. 


C) Rail joints. The most economical and efficient design. 
Reporters : 

America. — Mr. Apnort (R. B.), assistant general superintendent, Reading Com- 
pany; Reading, Pa 

Great Britain, Dominions and Colonies, China and Japan. — Dr. S. MATSUNAWA, 
doctor of engineering, chief of the railway research Office of the Japanese Govern- 
ment Railways; Tokyo. 

Other countries. — Mr. Campournac, ingénieur des Ponts et Chaussées, ingenieur 
en chef des études, matériel des voies et batiments de la Compagnie du Chemin 
de fer du Nord francais, rue de Dunkerque, 18, Paris (10°), and Mr. Parte, ingénieur 
principal des constructions métalliques et du matériel fixe a la Compagnie des Che- 
mins de fer de |’Est francais, rue de | Aqueduc, 68, Paris. 


III. — Investigation into the static and dynamic stresses in railway bridges. 


Reporters : 

America. — X... (an American). 

Great Britain, Dominions and Colonies, China and Japan. — Sir Henry Fow er, 
K. B. E., chief mechanical engineer, London Midland & Scottish Railway (member 
of the Permanent Commission), Derby, and Mr. Ettson (G.), engineer, Southern 
Company, Waterloo, London, S. E. 

Belgium, France and their Colonies. — Mr. Ronsst (A. A. C.), ingénieur en chef, 
and Mr. Desprers (R.), ingénieur principal, both at the Société nationale des 
Chemins de fer belges; rue de Louvain, 17, Brussels. 

Other countries. — Mr. Fava (Alberto), ingénieur, inspecteur en chef supérieur 
au service de la voie des Chemins de fer de |’Etat italien; villa Patrizi, Rome. 


IV. — Recent improvements in permanent way tools, and in the scientific organisation 
of maintenance work. 
Reporters : 


America, Great Britain, Dominions and Colonies, Holland and Colonies, China 
and Japan. — M. Maas Geesteranos (H. P.), ingénieur en chef, chef du service 
des voies et travaux des Chemins de fer néerlandais ; van Limburg Stirumplein, !, 
Utrecht. ae Z 


ee ee fo 


ee ey ee ae ee 


— 


ea a 


— 269 — 


Belgium, France, Italy, Portugal, Spain and their Colonies. — Mr. Menvizapat 
(Domingo), ingénieur, sous-chef de la voie de la Compagnie des Chemins de fer de 
Madrid a Saragosse et a Alicante; Red Antigua, Pacifico, 2, Madrid. 

Other countries. — Mr. Haver (Jaun), ingénieur, conseiller ministériel et chef du 
Departement IV/3 au Ministére des chemins de fer de Tchécoslovaquie; Prague. 


1" SECTION : LOCOMOTIVES AND ROLLING STOCK. 


V. — Locomotives of new types; in particular, turbine locomotives 
and internal combustion motor locomotives. 


Construction, efficiency, use and repair. 


Reporters : 


America, — X... (an American). 

Great Britain, Dominions and Colonies, China and Japan. — Mr. Maunseuu (R.E.L.), 
C. B. E., chief mechanical engineer, Southern Railway; Waterloo Station, Lon- 
AON, Ssekie 1c 

Belgium, France, Italy, Portugal, Spain and their Colonies. — Mr. Cossart, ingé- 
nieur principal, chef des services des ateliers de machines 4 la Compagnie du 
Chemin de fer du Nord frangais; rue du Faubourg-Saint-Denis, 179", Paris (10°), 

Other countries. — Mr. Kotter (Paul), ingénieur, conseiller ministériel, sous- 
directeur des Ghemins de fer de |’ Etat tchécoslovaque, Direction Praha-Jih; Prague. 


VI. — Improvements in the steam locomotive. 


Increased pressures and higher superheats. Improvements in the design of 
superheaters and parts connected with superheating. Feed water heating and air 
preheating. Improvement of valve gears. 


Reporters : 


America. — X... (an American). 

Great Britain, Dominions and Colonies, China and Japan. — Mr. Gnescey (H. N.), 
chief mechanical engineer, London & North Eastern Railway; King’s Cross, Lon- 
don, N. . 

France, Italy, Portugal, Spain and their Colonies. — Mr. PArMANTIER, ingénieur 
principal attaché au service central du matériel et de la traction de la Compagnie 
des Chemins de fer de Paris 4 Lyon et 4 la Méditerranée ; boulevard Diderot, 20, 
Paris (12°). 

Other countries. — Mr. Bats (Théodore), inspecteur général des Chemins de fer 
de l’Etat roumain; Strada Sébastopol, 12, Bucarest. 
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VII. — Electric locomotives for main line traction. 


a) passenger locomotives ; 6) goods locomotives ; ¢) locomotives for mountainous 
country. Multiple unit traction. 


Reporters : 

America. — Mr. Duen (J. V. B.), electrical engineer, operating department, Penn- 
sylvania Railroad; Altoona, Pa. 

Great Britain, Dominions and Colonies, China and Japan. — D'. K. Asakura, chief 
of machinery and rolling stock section, bureau of mechanical engineering, Japanese 
Government Railways, Tokyo, and Dr. H. Imatpzum, cbief engineer of machinery and 
rolling stock section, bureau of mechanical engineering, Japanese Government 
Railways, Tokyo. 

France and Colonies. — Mr. dE Boysson, ingénieur en chef du matériel et de la 
traction de la Compagnie du Chemin de fer de Paris 4 Orléans, boulevard de la 
Gare, 41, Paris, and Mr. Lesoucuer, ingénieur en chef des services techniques du 
matériel et de la traction de la Compagnie des Chemins de fer du Midi frangais, rue 
Théodore de Banville, 19, Paris. ; . 

Other countries. — Mr. Biancut (Giuseppe), ingénieur, inspecteur en chef au 
service du matériel et de la traction des Chemins de fer de l’Etat italien; Florence. 


VIII. — All steel coaches. — Comparison with vehicles built of wood. 
Reporters : 

America, Great Britain, Dominions and Colonies, China and Japan. — Mr. Lemon 
(E. J. H.), carriage and wagon superintendent, London Midland & Scottish Com- 
pany; Derby. 

Belgium, France and their Colonies. — Mr. Lancrenon, chef adjoint des services 
du matériel roulant de la Compagnie du Chemin de fer du Nord francais, rue des 
Poissonniers, 78, Paris, and Mr. VALLANCIEN, ingénieur principal a l’Oftice central 
d'études de matériel de chemins de fer, avenue de Suffren, 100-102, Paris. 


Other countries. — Mr. Garcia-Varo (Martin), ingénieur a la Compagnie des Che- 
mins de fer Andalous; Malaga. 


If" SECTION : WORKING. 


IX. — Relations between railways and sea ports. 


Lay-out of maritime stations; arrangement of outer and inner basins so that the 
most efficient lay-out of sidings may be provided for working them ; Operating and 
rate fixing methods; loading and discharging appliances. 

Reporters : 


America, Great Britain, Dominions and Colonies, China and Japan. — Mr. Jenkin 


Jones (C. M.), superintendent, North Eastern Area, London & North Eastern Railway; 
York. . ; 
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Belgium, France and their Colonies. — Mr. Lamauue (U.), direeteur de |’Exploita- 
tion a la Société nationale des chemins de fer belges (member of the Permanent 
Commission); rue de Louvain, 17, Brussels. 

Other countries. — Mr. Exrenrreunp (Edilio), ingénienr, chef d’arrondissement 
des Chemins de fer de l’Etat italien, Turin, and Mr. BeLmonte (Ludovico), ingénieur, 
inspecteur en chef supérieur au service de l’exploitation des Chemins de fer de 
l’Etat italien, villa Patrizi, Rome. 


X.— Methods to be used in marshalling yards to control 
the speed of vehicles being shunted, and to ensure they travel on to the lines 
in the various groups of sidings. 


‘Reporters : 


America, Great Britain, Dominions and Colonies, China and Japan. — Mr. Byrom 
(C. R.), chief general superintendent, London Midland & Scottish Railway; Derby. 

France, Italy, Portugal, Spain and their Colonies. — Mr. PELLARIN, ingénieur en 
chef adjoint & lingénieur en chef de |’exploitation de la Compagnie des Chemins de 
fer de Est francais, rue Madame, 1, Paris, and Mr. Farenc, sous-chef de l’exploi- 
tation de la Compagnie des Chemins de fer du Midi francais, boulevard Hauss- 
mann, 54, Paris (9°). 

Other countries. — Mr. Fiata (Ctibor), ingénieur, conseiller principal au Dépar- 
tement VI/I du Ministére des chemins de fer de Tchécoslovaquie; Prague. 


XI. — Signalling of lines for fast traffic and in main stations. 
Daylight signals. Automatic block system. 


Reporters : 


America, Great Britain, Dominions and Colonies, China and Japan. — X... (an 
American). Nyaa at 

Belgium, France and their Colonies. — Mr. Witiaert (C. C. A.), ingénieur prin- 
cipal au service de la voie a la Société nationale des chemins de fer belges; rue 
Belliard, 76, Brussels. 

Italy, Portugal, Spain and their Colonies. — Mr. Gisert (Antonio), ingéniecur en 
chef des services électriques de 1a Compagnie des Chemins de fer de Madrid a Sara-. 
gosse et a Alicante, Pacifico, 2, Madrid, and Mr. No«vés (Julio), ingénieur en chef- 
adjoint du mouvement de la méme Compagnie, Red Catalana, Estacion de Francia,. 
Barcelona. . 

Other countries. — Mr. Kristensen (J.), ingénieur des Chemins de fer de VEta. 
danois ; Copenhague. 


XII. — Economical traction methods for use in particular cases, as for example : 


A) Organisation of train services on the minor lines of the large systems carrying 
little traffic, and of little used trains on the more important lines of these systems. 

B) Use of special tractors for shunting in smaller yards and for certain work in 
large yards. 


Reporters : 

America. — X... (an American). 

Great Britain, Dominions and Colonies, China and Japan. — Mr. Nicuouts (R. H.), 
superintendent of the Line, Great Western Railway; Paddington Station, Lon- 
don, W. 2. 

Belgium, France, Italy, Portugal, Spain and their Colonies. — Mr. GABREMYNCK 
(O. A.), ingénieur en chef, directeur d’administration au service de exploitation 
de la Société nationale des chemins de fer belges; rue de Louvain, 17, Brussels, 

Other countries. — Mr. Hunziker (H.), directeur de la section des chemins de fer 
du Département fédéral des postes et des chemins de fer suisses (member of the 
Permanent Commission); Berne. 


[V'® SECTION : GENERAL. 


s 


XIII. — Competition of road transport. 


Effect of road competition on goods and passenger traffic and the best methods of 
meeting such competition, both as regards the main lines and the branches. 


Reporters : 
America, China and Japan. — Mr. Supporoven (C. B.), assistant vice-president in 
charge of traffic, Pennsylvania Railroad; Broad Street Station, Philadelphia, Pa. 
Great Britain, Dominions and Colonies. — Mr. Wivkinson (H. L.), assistant super- 
intendent of the Line, Great Western Railway; Paddington, London, W. 


Belgium, France, Italy, Portugal, Spain and their Colonies. — Mr. Le Besnerats, 
chef adjoint de l’exploitation de la Compagnie du Chemin de fer du Nord franeais, 
rue de Dunkerque, 18, Paris (10°), and Mr. Decarvin, ingénieur principal au service 
central de l’exploitation de la Compagnie du Chemin de fer de Paris a Orléans, 
place Valhubert, 1, Paris (13°). 

Other countries. — Dr. Alexandre WasiutyNski, ingénieur des voies de communi- 
cation, président de la Commission pour la reconstruction des gares terminales de 
Varsovie; Ministére des voies de communicaticn ; Nowy Swiat, 14, Warsaw. 
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SIV. — Use in railway work of machines for simplifying statistical 
and accountancy work. 


Reporters : 


America, Greal Britain, Dominions and Colonies, China and Japan. — Mr. Eppter 
(W. E.), comptroller, Delaware and Hudson Company; Nassau Street, 32, New York. 

Other countries. — M. Bruneau, ingénieur en chef adjoint au chef de l’exploita- 
tion de la Compagnie des Chemins de fer du Midi francais, boulevard Haussmann, 
34, Paris (9°), and Mr. p’'WeLLEs, sous-chef de l’exploitation de Ja Compagnie du 
Chemin de fer de Paris a Orléans, place Valhubert, 1, Paris (132). 


XV. — Co-operation of the staff towards increased efficiency 
and its participating in the profits. 
Reporters : 

America, Great Britain, Dominions and Colonies, China and Japan. — X... (an 
American). 

Belgium, France and their Colonies. — Mr. Sou.ez, ingenieur en chef attaché a la 
Direction de l’exploitation de la Compagnie du Chemin de fer du Nord francais, 
rue d’Amsterdam, 65, Paris (8°), and Mr. Biocn, ingénieur en chef du service du 
matériel et des ateliers de la Compagnie du Chemin de fer de Paris 4 Orléans, bou- 
levard de la Gare, 44, Paris (13°). 

Other countries, — Mr. pet Campo (Rafael Marin), ingénieur du Conseil d’admi- 
nistration de la Compagnie des Chemins de fer de Madrid a Saragosse et a Alicante, 
and Mr. pet CastitLo (Jean Canovas), ingénieur principal de la Direction de la 
méme Compagnie; Pacifico, 2, Madrid. 


XVI. — Methods followed in training of staff, professional, technical 
and ordinary working grades. 


Reporters : 

America, Great Britain, Dominions and Colonies, China and Japan. — Mr. L. C. 
Fritcu, vice-président, Chicago, Rock Island & Pacific Railroad; La Salle Street 
Station, Chicago, Ill. > 

Belgium, France, Holland, Italy, Portugal, Spain and their Colonies. — Mr. Bantu, 
ingénieur principal attaché 4 la Direction de la Compagnie des Chemins de fer de 
Est francais; rue d’Alsace, 21, Paris (10°). 

Other countries. — Mr. Mrreutza, sous-directeur général des Chemins de fer de 
‘Etat roumain (member of the Permanent Commission); Bucarest. 
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V" SECTION ; LIGHT RAILWAYS AND COLONIAL RAILWAYS, é 


XVII. — Penetration railways. 
Construction : 
x : a) Penetration railways in new countries. 
b) Feeder railways in all countries 


Reporters : 


America, Great Britain, Dominions and Colonies, China and Japan. — Mr. Bices 

(A, A.), agent (general manager) of the Madras and Southern Mahratta Railway, 

Rayapuram (India), and Mr. Lioyp Jones (C W.), C. I. E., agent (general manager) 

. of His Exhalted Highness the Nizam’s Guaranteed State Railway, Secunderabad 
(India). a 

Belgium, France, Holland, Portugal, Satin and their Colonies. — Mr. Jourpain 
(Pierre), administrateur-directeur des Chemins de fer ona du Nord- Est; 
2 rue de Miromesnil, 33, Paris. 
Other countries. — Mr. Mexuini (Enrico), ingénieur, inspecteur en chef a Hinepees — 
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nationale belge des chemins de fer vicinaux; avenue des Celtes, 52, Brussels. | 
Other countries. — Mostapha Bey Hamdy Ex Kattan, chef-ingnéieur adjoi i 
us voie des Chemins de fer de |’ Etat égyptien ; Cairo. 


Europe. — Mr. Van Noorbeeck, inspecteur général des voies et travaux & la soit Ri 


XIX, — - Electrification of secondary lines. eles 

Reporters : sf < pre san ' 

. Europe. — Mr. Sexutowicz, directeur des services technique 
nais; rue d’Athénes, 20, Paris (04) > seceeas 

Other countries. — Mr. Rivera (D. Bitgantah: ingéniet 
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